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Railroad Management. 
To the Editor of the AM. Ratbroap JouRNAL. 

I address this note to you for the purpose of 
eliciting your views upon a subject which I think 
of vast moment to the railroad interests of the 
country ; and of the greater moment, because I 
believe that, from the aspect in which the matter 
seems to be viewed by many railroad directors, a 
most serious injury has grown up, and is exerting 
a deletorious influence upon this species of pro- 
perty. The question which I desire to have 
answered is this:—What are the absolute and 
telative powers, duties and obligations of the 
president of a railroad company and of the board 
of directors, to one another, in respect to the cor- 
trol, management and general administration of 
the affairs of a railroad corporatioa, 

Upon a first view it would probably be answer- 
ed that these are conferred, limited and depend 
Solely upon the charters of these corporations. 
This doubtless would be the case where the char- 
ters are full and explicit:upon this subject. But 
this, unfortunately, is the case with but few of 


to be solved by the circumstances attendant upon 
each individual case, to the prejudice of the true 
interest of the stockholders, and, frequently, to 
the loss of their property. Observation, and some 
experience, has brought me to the conclusion that 
the concentration of administrative responsibility 
upon the president of a railroad, and the_usurpa- 
tion of powers, which ought properly to belong to 
him, by the board of directors, is largely affecting 
this great interest. Most charters design that 
these things shall be provided for by by-laws, 
but in few instances is the making of by-laws at- 
tended to by stockholders, and the result is that 
hese questions are left open as bones of conten- 
tion between the executive of the road, and the 
directors. It will be a lucky day for railroad 
shareholders when the time arrives that something 
of military discipline shall be applied to the ad- 
ministration of roads. The interests of share- 
holders and the public at large are too great, nay 
vital, to place the administrative conduct of a rail- 
road in the hands of a president, to be enervated 
by the indirect and grave responsibility of a board 
of directors. The true function of a board, as I 
conceive, is as an advisory council, to recommend 
by their counsels and reflect upon him, by their 
discussions, the general policy to be pursued in 
admini-trating the affairs of the corporation they 
have in charge. To the president belongs the re- 
sponsibility, and to him should be left the duty 
and honor of directing and giving energy to the 
execution of a wide discretion. 


Excuse this cursory glance at the subject upon 
which I desire and request your views. I am a 
constant reader of your valuable paper, and for 
the reason that I set some store by your opinions 
and judgments upon all questions pertaining to 
railroad economy I now ask them. 

Very respectfully, 
A Susscriser. 

New York, June 1, 1859. 





If ‘A Subscriber” would allow us to supply the 
material and organize a board of directors, there 
would be an easy answer to his question. No road 
is well managed that is not guided by the intelli- 
gence, and directed by the will of one person. He 





them; and, consequently, these problems are left 


should be allowed a wide range, though subject to 





some rule of conduct, or some standard of respon- 

sibility laid down for his contcol. Our best man- 

aged roads are undoubtedly those the least inter- 

fered with by boards of directors. As a general 

rule, such a, body are not near enough to the sub- 

ject upon which they presume to decide, or have 

not given it sufficient attention to act with intelli- 

gence and safety. But however wise, no board of 

directors can impart intelligence and energy to 

the president, no more than can the convictions 

of one individual become the rule of conduct for 

another. No body of men, be they ever so com- 

petent in their own affairs, can manage a railroad 

so well as one of their number; nor was a railroad 

ever successful, either in construction or operation, 

that did not owe this success to the genius or ca- 

pacity of one person. 

How is such a person to te found and placed at 
the head of ourcompanies? Before he can safely 

be entrusted with power, his capacity for its 
proper exercise must be shown. But not one in 
ten of the presidents of our roads are expected to 
have, in the outset at least, any experience in the 
duties which are to devolve upon them. Their 
financial influence gives them their positions. In 
other respecis they may be politicians, adventu- 
rers, merchants, speculators, etc., etc. They do 
not propose, nor are they expected to qualify them- 
selves for the task of managing a road. They 
may not be competent to superintend the con- 
struction of the simplest work on its line. They 
may not know one part of a locomotive from an- 
otber. They may not be able to tell whether 
they are well or badly served by a siogle person 
under them. From this ignorance, their subordi- 
nates, no matter what may be their qualifications 
or degree of faithfulness, enjoy entire immunity 
in their positions—just. as the managers of roads 
enjoy entire immunity in theirs, from a cor- 
responding ignorance on the part of the stock and 
bondholders, of the responsibilities that should be 
exacted from them. 

Under such circumstances, when matters go 
wrong, as they always will, it is natural that the 
directors should try their hand at the business: 
that each one should propose some nostrum, or 
panacea of his own—the sovereign remedy for 
the existing ills. They feel themselves authorized 
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to protrude their opinions from a. consciousness 
that they are as wise as their chief. He defers to 
them for the same reason. The consequence is, 
that little is done, and that little is so diluted in 
its purpose and efficiency, that it might about as 
well be left undone. The road drags along, pays 
nothing to its stockholders, nor perhaps to its 
bondholders, and ends by becoming bankrupt— 
the reason of all of which the public are never 
able to comprehend. 


The fallacy of ‘“‘A Subscriber” consists in as- 
suming presidents of railroads to be in all respects 
competent for their places, which is begging the 
whole question—admit it, and there is no. room 
for argument. 

Can such men be obtained? Not without an 
entire change in our present system, or want of 
system. This offers no rewards for good conduct, 
or to employees to qualify themselves for respon- 
sible positions, that bring both honor and emolu- 
ment. A great many of our roads, and very im- 
portant ones too, are constantly changing their 
officers. ‘Those temporarily in power, with a con- 
ceit of knowledge very much in ratio to their ig- 
norance, make a sweep of all below them and 
bring in a set as ignorant and conceited as them- 
selves, The great body of superintendents are 
peripatetics, wandering round from one road to 

another, without being allowed to remain in one 
place a sufficient time to get fairly warm in it, or 
to establish anything like a permanent system or 
policy, or to'display the qualities they may really 
possess. Should one not prove acceptable to the 
president or directors who may be entirely unfit 
to form any opinion of his qualifications, he must 
go. This is one of the worst features about our 
roads. No sufficient encouragement is offered to 
young men to enter the service of companies, in 
the expectation that qualifications will regularly 
lead to preferment—thus offering the highest posi- 
tions as the rewards of merit. As it is, merit and 
position have no necessary connection. They are 
much oftener disjoined than united. The result 
is that the success of a railroad is a!l a matter of 
chance. It creates no surprise to find one which 
was supposed to be all right to-day, all wrong to- 
morrow, The public chronicle the result with a 
sort of stoical indifference. But where the fault 
lies defies all inquiry or analysis. 

The primary fault is undoubtedly to be looked 
for in the ignorance that prevails in the public 
mind upon the subject of railroad management. 
This ignorance is in part due to the silence that 
railroad managers usually maintain as to the man- 
ner in which they or their subordinates have dis- 
charged their duties. We have not to go far in 
proof of this remark. We should like to find the 
man who can tell us how the Hudson River, the 
New York and New Haven, the Erie, the Camden 
and Amboy, or even the New York Central is 
managed? Certainly no idea is to be got from 
anything the managers of these roads have ever 
told us. Their policy is to say just as little as the 
law will allow them to. The only standard the 
public have whereby to form au opinion is the ap- 
parent degree of success obtained. But this even 
may not be one-half what it should be. 

The, great thing wanted is, that every person 

_who occupies an important position on a road 
_ should be compelled to make a public exhibition 








of himself once or twice a year at least. An ap- 
propriate place for this exhibition is in the stated 
reports of the companies. We think as a general 
rule, that our roads are well managed just in pro- 
portion to the thoroughness with which this exhi- 
bition is made. We will cite the Baltimore and 
Ohio and Pennsylvania railroads in proof. In 
these, the parties holding important subordinate 
positions, are made to tell their own story. They 
naturally desire to make a creditable display of 
themselves, and to enable themselves to do so, for 
a series of years, their conduct must approach the 
standard of excellence they wish to assume. A 
desire for a good name becomes necessarily a 
matter of habit which ends in deserving one. An 
army would not be worth a straw, when nothing 
was ever heard of any one but the commander in 
chief. In most of our railroad companies, no 
figure is seen but that of the chief executive. All 
below him are an undistinguished mass, without 
anything like individual life, and without the mo- 
tive toany. Where no adequate motive exists, 
no great excellence will ever be found. 

We have already made a long story, but we will 
say a word ortwo more, Behind the indifference in 
the part of the managers is, as already stated, 
that of the owners of our roads. Among these 
there is very little interest felt as to the manner 
in which they are conducted. It is natural that 
it should be so. Almost every person in the 
United States is deeply immersed in his own 
business or calling, the duties of which tax all his 
capacities. We all know that nothing is so annoy- 
ing and wearisome to a person so engrossed as to 
have his attention called to matters entirely 
foreign to his ordinary pursuits. It.is like enter- 
ing upon a business with which one has not the 
slightest experience, or the organizing a new de- 
partment in his mental operations, already too 
much taxed—or assuming labors and duties for 
which he never had the least aptitude. Nowa 
sense of duty or interest may, in the outset, lead 
a person, who has invested largely in a railroad, 
to pay some attention to the manner in which it is 
managed. But habit and inclination are stronger 
than the momentary impulse which a new invest- 
ment communicates. If the road, luckily, be well 
managed, he gladly throws off all care or thought 
about it. If badly, the keen sense of loss gradually 
becomes weakened by lapse of time, and by his 
having made it up in his own regular business. 
He sees his folly in having ever departed from it, 
charges all his investment to profit and loss, pre- 
ferring to sink the whole rather than to have his 
mind distracted by dwelling upon, or looking after 
his unlucky venture. Henceforth the managers 
of the road, having no check from its owners, go 
on their own way, without let or hindrance. 

There is a remedy for all these evils, which is 
to make our roads, in effect, private property. 
The great curse of the United States is joint stock 
corporations. In these, it is the interest and aim 
with every person employed, to get the largest 
sum possible for the smallest amount of service 
rendered. This statement measures the relations 
of a corporation and the servants of it. In such 
as are successful, the pay is graduated upon the 
scale of exact equivalents—so much service, or 
labor, for so much pay—as in an iron mill ora 
cotton factory, Were these to hire their workmen 
as do railroads, they could not stand a year. To 





make railroads successful we must introduce a 
similar principle—that of individual responsibility, 
Make compensation depend upon services-render- 
ed, and every person employed will do his best, 
as the means of increasing the amount of his com- 
pensation. If the running of our railroads, or if 
the different departments of service could be 
farmed out, it would not be long before they 
would be in the hands of those persons best 
competent to make the largest sum _ possible 
out of them. Such men directly appealed to, 
would not long be lacking in any branch of 
service, Every road, capable of being so, would 
be rendered productive. Success is the general 
rule of society. In every great interest there should 
be steady improvement. Railroads would fall 
under a similar law, in which intelligence and ca- 
pacity would have full and free scope, and where 
every person employed, no matter how insignifi- 
cant his position, would become a co-laborer to a 
common end, 





The War and the North American Overland 
Route. 


(From the London Post, May 17.) 


Among the grave consequences that may result 
from the existing state of things on the Continent 
is one of especial interest to,England, alike in a 
commercial and in a political point of view—the 
interruption, namely, of our overland communica- 
tion with the East. Should it happen, by what- 
ever deplorable complication, that we became bel- 
ligerent, and that France and Russia were among 
our epponents, there can be no doubt that a chief 
object with these Powers, for various considera- 
tions, would be to close against us that road to 
India which we now travel with such comparative 
speed and facility through Egypt, and to preclude 
us from that other highway which Sir Macdonald 
Stephenson is so energetically essaying to open up 
to us through Turkey. Were these objects accom- 
plished—and where the stake is so important it is 
better to contemplate, in order that we may pro- 
vide against the worst—the effect of our exclusion 
from prompt inter-communication with the East 
through Egypt, or through Turkey, might be dis- 
astrous as well to our commercial as to our politi- 
cal interests, were no timely means taken to neu- 
tralize the evil, by securing a communication in 
another direction. It is very true that the bulkier 
classes of our merchandise might continue, as now, 
to be sent round the Cape, and that the employ- 
ment of a line of steam transport ships on that 
route, as proposed by Messrs, Croskey, might ma- 
terially facilitate the transit, as well of heavy mer- 
chandise as of troops, under ordinary circum- 
stances; for, as it is, the forwarding of goods by 
the Egyptian overland route is only suited for 
comparatively light articles. The vital object, 
however, is to secure railway communication to 
the utmost possible extent between this country 
and our possessions, and our markets in the East, 
or, the route thither changed, the far West as it 
would become to us, and to have that railway com- 
munication wholly on our own ground, secure alike 
from the assaults of enemies, and from the gruss 
extortions of such triends as the Pasha of Egypt, 
who mulcts the customers of the Peninsular and 
Oriental Steam Packet Company in the sum of £8 
per ton for conveyance between Alexandria and 
Suez, thus bringing up the total expenses from 
England to Bombay, Madras, or Calcutta, to the 
high figure of £36 per ton of forty cubic feet, be- 
sides a per centage put on for value. j 

Under these circumstances it is especially grati- 
fying to reflect that we have the means of complet- 
ing a through transit from England to India and 
the East, so far as railways are concerned, entirely 
within our own possessions, ‘The great question 
of the Inter-oceanic Railway that, despite all difli- 
culties, is to connect the Atlantic with the Pacific, 


-hetween Halifax and Vancouver's island, has.more 


than once been emphatically urged upon public 
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attention in these columns. One great difficulty, 

by many persons deemed insuperable, seemed to 
present itself in the vastrange known as'the Rocky 
Mountains, whose frowning precipices were sup- 

posed by the large class who take things for 
granted to form an impassable barrier between the 
prairies of the Saskatchewan and the new colony 
of British Columbia, that new Liverpool, which we 
confidently expect to see rising up within a few 
years on Vancouver’s Island. Happily, however, 
as the result of the scientific exploration of the 
route, which has been made by Captain Palliser 
and Dr. Heeler, all question of obstruction in the 
passage of the Rocky Mountains is completely set 
at rest, and there is clearly shown to be no practi- 
cal difficulty in the way of the speedy construction 
of a railway to the Pacific through British North 
America. The highly influential gentlemen who 
form the direction of the North-west Transporta- 
tion Company, and who as such, have undertaken 
to open up aroute between, in the first instance, 
Lake Superior and the Red river settlement, seem 
to consider that some years must necessarily 
elapse before a direct railway communication can, 
under the most favorable circumstances, be estab- 
lished ; but we trust that maturer observation of 
the subject will r.nder them more confident as to 
the feasibility of effecting railway communication 
itself. The Americans are more go-ahead folks 
than we in their speculations, no doubt; but it has 
yet to be shown that we are not as energetic and 
effective as they when a practical object of clear 
utility is set before us. In no respect have the peo- 
ple of the United States manifested greater devel- 
opment than in the extension of railway inter-com- 
munication. Of this power, Mr. Oliphant, in his 
amusing work on ‘‘ Minnesota and the Far West,” 
gives an emphatic illustration in the case of the 
railway traffic of Chicago. In 1852, he tells us, 
there was only one railway, forty miles long, into 
that city ; but when he re-visited the place in 1855, 
nearly twenty railroads radiated; either directly, 
or by connection, from Chicago, with an aggregate 
length of two thousand five hundred miles—“ each 
from one to three hundred miles long, passing 
through and opening up new and fertile districts.” 
Now, the distance between Fraser river, in British 
Columbia, and the western head of Lake Superior, 
is only fifteen huadred miles; and although there 
certainly do not exist on the route those already 
created towns which in the States served as fecders 
for the various railways, there do exist throughout 
the line the ‘‘ new and fertile district” which, ac- 
cess to them, once furnished, will give birth to 
towns that will amply feed the railway of them- 
selves, to say nothing of Canadian nutriment; 
while there exist, moreover, on this side, the 
greatest powers of supply of all manufactured 
goods known in the world, and, on the other side, 
six hundred millions of people ready, now or prox- 
imately, to be customers for those goods. Along 


this line the commodities of the East and those of 


the West will beinterchanged with a rapidity now 
impracticable, for the distance between, say Canton 
and London, will be lessened by not fewer than five 
thousand three hundred and fifty miles, of which, 
moreover, a considerable proportion will be repre- 
sented by railway transit. 
such importance in every point of view that we 
trust the government at home will lend their 
hearty and liberal support to its promotion, in 
whatever way may be found most expedient, and 
this support should find zealous co-operation on 
the part of the provisional- governments. There 


seems some difficulty impeding the development 
of the line between Halifax and Quebec, which 
would have formed the first portion of the great 
Inter-oceanic Railway. Wherever this difficulty 
lies, it is earnestly to be desired that no effort be 


omitted to remove it, and at once. 


We are glad to see the attention of Englishmen 
turned toward their possessions in this country, 
Whatever may be said of the practicability of car- 
tying on a large commerce, by railway, across this 
Continent, the discussion of such a scheme will 


The object is one of 


sources of the interior of British America, about 
which little is now known, althongh in a few years 
it is Gestined to attract great interest, not only in 
Europe but in the United States. The construc- 
tion of a line of railroad from St. Paul to the navi- 
gable waters of the Red River of the North would 
open several hundred thousands of square miles of 
country, possessing an excellent soil, a good cli- 
mate, and extraordinary commercial facilities. 
The colonies that England has planted upon un- 
occupied soils have proved much more profita- 
ble to her commerce, and have given much less 
trouble in their political relations than the subju- 
gated races which are held by no tie but that of 
force. The best customer of Great Britain is the 
United States—the next best, her North American 
Colonies. The most important of these, the Can- 
adas, occupy an area insignificant in extent and 
value, compared with that lying upon the Sas- 
katchewan and the Red River ofthe North. Only 
let this new territory be opened, and the wonder- 
ful progress of the United States and Canada will 
be repeated in a new field. 

In referenc? to this country, Englishmen make 
a common and almost necessary mistake, consid- 
ering their exclusive and unaffiliating character. 
They turn their attention hitherward for fear that 
they may be compelled to share their present route 
with Russians or French. On this continent they 
show a similar repugnance to coming into contact 
with the United States. We must have, say they, 
a route across the cont nent entirely within our 
own territory. This, for commercial purposes, is 
simply a matter of impossibility. No continuous 
route for a railroad from ocean to ocean can be 
found in British territory. A railroad cannot be 
constructed at any reasonable cost around the 
north shore of Lake Superior. Were it possible, 
nothing would pass over it from its inaccessibility 
and immense cost. Commerce knows no political 
line. A merchant who had anything to send across 
the continent, would not stop to ask about the po- 
litical institutions of the region traversed, but 
about the cheapest, safest and most expeditious 
route. A war between the two countries would 
put an end to not only all commerce, but to the 
running of the road through the British Pos- 
sessicns. In peace, the cheapest carrier would 
take the business. The St. Lawrence is closed for 
six months in the year; Lake Superior for 4 stil 
longer time. Through these waters must a rail- 
way through British territory be reached. A great 
commerce can never be subjected to such inter- 
ference as this, when shorter and better routes ex- 
ist, approachable every day in the year. 


Notwithstanding the present feeling in England, 
we are glad to see that events taking place else- 
where are turning attention this way. Prejudice 
will soon give place to more correct views, and to 
a more enlightened policy. We do not despair, 
even, of seeing Englishmen assisting in the con- 
struction of a great work in the United States, 
which is to open to them their own territory—we 
mean the Minnesota and Pacific Railroad. The 
completion of this work would throw open the 
whole interior of the continent to the very base of 
the Rocky Mountains, and to the Pacific coast. 
Should these mountains prove to be easily pene- 
trable, as is confidently affirmed, the first’step to 
this end will not be taken till the construction of 





tend to draw attention to, and develop the re- 


Rock Island Bridge. 
We gave not long since a copy of instructions is- 
sued by the Secretary of War toa commission. of 
officers of the United States Topographical Corps, 
directing them to inquire in the obstructions to 
navigation, alleged to be caused by the bridge over 
the Mississippi at Rock Island. This committee 
have made an examination of the bridge, and have 
submitted a report, of which tie following is an ab- 
stract : 
1. The Board is of opinion that the railroad 
bridge, which crosses the Mississippi river between 
Rock Island and Davenport, is no¢ constructed ac- 
cording to correct principles, reference being had 
to the interests of navigation. 
2. The piers of said bridge are not of the best 
form, and there was no practical difficulty in con- 
structing them of the proper form. With the ex- 
ception of the turn-table pier, the Board is of opin- 
ion that the defective form is a matter of no na- 
tional importance. The turn-table pier will be 
more particularly referred to in answer to the next 
question. 
3. The only pier larger than is necessary is the 
turn-table pier. This pier, in the opinion of the 
Board, should have been constructed no longér or 
broader than was absolutely necessary to sustain 
the trap when the draw is open, and protect it 
from injury by passing boats. It might have been 
constructed with a length of 295 feet, affording 
ample support and protection, it being actually 
355 feet in length, the difference, 60 feet, is unne- 
cessary, and, in the judgment of the Board, per- 
nicious. The effect of making it laiger than was 
absolutely necessary, is to contract the water way, 
increase the velocity, narrow the draw passage 
and present more surface for boats to strike 
against; thus increasing the difficulty of their 
passage through the draw. Ina pier of this size 
the form of the starling is of importance, and the 
upper faces of the pier should have been curved 
surfaces, 
4. The piers are not placed parallel with the 
curreut, but at angles varying from 26 to 1444 de- 
grees. The effect of this obliquity is to treble the 
obstruction to the flow of the water, and conse- 
quently to affect the increase of velocity in the 
same ratio. Another consequence is that the pas- 
sage of steamboats and rafts through the draw and 
between the piers is rendered much more difficult 
and hazardous. Furthermore, the draw on the 
Iowa side is rendered useless by the formation 
therein of an eddy. ; 
5. The velocities in the different parts of the 
river in the vicinity of the bridge have already 
been stated, and will be found tabulated in ap- 
pendix. 

6. The eddy on the Lowa side of the turn-table, 
as nearly as: could be estimated, is about 100. feet 
wide at the top of the pier, and che turbulence and 
boiling of the water extends about 500 feet below. 
This eddy, however, is constantly varying its posi- 
tion and dimensions.— Its effect on the passage of 
boats ascending and deseending, is undoubtedly to 
render them more difficult on account of the care 
required to avoid getting one part of the boat into 
it, while another part is in the current of the draw. 
It bas been previously stated that the effect of 
this eddy in the fowa draw is to render it useless. 

7. The surface of the water at the up-stream 
end of the turn-table pier, is sixteen and a-half in- 
ches above the surface of the water at the down 
stream end. The extent of the back water, or 
remous, as nearly as could be estimated, is about 
one hundred and fifty feet. 

8. The bridge is badly located, and, in conse- 
quence of this bad location, is a greater obstruc- 
tion to the passage of steamboats than would have 
been necessary had the location been ‘good. Any 
site in the vicinity of Rock Island, out of the ra- 
pid current, would have been, better, 

- * * * * 

The Board considers it proper to recapitulate 
some of the well known principles of bridge build- 
ing, to show how far they,» have been conformed to 





the work named. 


or departed from with the Rock Island. Bridge, 
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These principles are: 
1. That at a given Mie in locating a bridge 
over any stream, the site where the velocity of the 
current is minimum, should be selected. 
2. That in designing a bridge, the piers should 
have the minimum cross section consistent with 
the support of the superstructure, thus offering the 
least obstruction to the flow of the water, and in- 
creasing the velocity of the current as little as pos- 2 : : mh op 
sible. ; , ‘ ae be 
8. The piers should always be placed parallel NES 4 
with the thread of the stream for the same reasons a ” 
as those stated in the second principle, and be- is =— ul 
cause they thus render the passage of boats and ——- — ——— pr 
rafts less difficult. 7 as 
4. In designing a bridge over ariver having a) pyo 7Ors ts at ithat formaine} : 
sien Saneetes ta bes tol Yuli che aranig ua 200+ Te rwoeearate a irse.mizhis top conformingihte.ee.apen:s ‘hell epan:-180,000-Ibe. Of-thin, TB 
piers should be of the greatest practicable width, | & the curv: ellipse, the longest diameter|weig the vertical ties will each sustain, directly, ob 
In applying these principles to the Rock Island of which, is 200 feet, and the shortest diameter|so much as belongs to the contiguous half panels. th 
Bridge the Board is constrained with extreme re- | 40 feet. The weight due to the panel CH will be supported br 
_ et re act seat an aad brand tae Then the middle height (Cc) of the truss is 20jone-half by the tie Ce and the other half by the sti 
navigation of the river, but one materially greater |‘ feet, and half the transverse axis (Co) of the ellipse, tie Hk. The tie HA will also support one-half of 
than there was any occasion for. is 100 feet. the weight due to the panel GH, while the other tin 
The result of this report will be, we suppose, Making the width of the first panel from the) half will be supported by the tie Gg, etc., etc. ca! 
that the present bridge will have to come down: middle CI—=CH=15 feet, the ratio of the height, The weight upon each tie, of one-half the span, as 
We presume there would be no objections tos the | © the width will be— wil be— mé 
construction of a new one, avoiding those which 20:15; or 1:75; or s076 7b. | On Ce = 1,500=11,250 Ibs. up 
attach to the present one. The destruction of it > 2 tio 
would involve a heavy loss to the Rock Island| Putting y=Hh, « will be od 16, and the; 15, 14.83 . 
s ° ] * ss b2 a? Hh QO + 1,5 00—22,3 
Railroad which has a large interest in it. equation y?=b®——— becomes (Hh)? = ope 
LaGrange and Columbus Railroad. ae a* | Gg (> ja 82 *) <1,500=21,862 the 
The people of Eastern Georgia are agitating the | 992 20° X15 —400 400X225 _ 391=(19.77)?. | 2 2 : cip 
construction of a railroad from LaGrange, on the 100? 10,000 | Ff (> — <1,500—=20,835 of 
line of the Atlanta and LaGrange Railroad to Co-| The height of the ordinate Hi is thus found to 2 2 Perera ee In 
lumbus. In reference to this project, the Atlanta| be 19.77 feet. Multiplying this height by the! Ee 13.46 one £1,8000:19.200 al 
Republic says: ratio 0.75 gives the width of the second panel (GH)! 2 2 gy pei Wa the 
Already $175,000 has been subscribed between | 19.77 <0.75=14.83, to which add the width of the! 12.26 10.78 a I 
LaGrange and Hamilton, and the amount in pro-| frst panel for a second value of <=14,.88+-15=' Dd = = ) x1,500=17,242 Fig 
spective, which will be subscribed, will put the 29.88. Then— " 10.78 to ¢ 
subscriptions up to $300, 000—thereby making the 400<29.88 29.88 Abutment A —— X1,500= 8,048 i 
road certain of success so far as the upper end is y? =(Gg)* =400— ereecre alia id 2 ‘ 
concerned. If the people of the southern part of |4 10,000 iil - 
Harris, and the northern part of Muscogee, will =(19.09)?, Total half span....=120,900 lbs. obli 
come up to the rescue, the success of the enter-| rg—19,09<0,75=14.82, and 14,32-+-29.88=44.15| The vertical pressures upon the braces will be— to ¢ 
prise will be placed beyond a doubt; and we have mB Oece On cH 11.250 It pre: 
every reason to believe that they will. — pew ee, ORO. 8 OneR.. Awe Her g 
Mr. Edward Broughton, a gentleman of long ex-| , 2 (Ff)? =—400— es 1544.15 399.08 “ hG@ 11,250+22,878= 383,623 
perience in building railroads—and witbal a man|/ ~ ps uals “ gF 83,623-+-21,862— 55,485 pan 
with the means, energy, and ability, to carry out =(17.95)?, « FE 55,485-+4-20,835— 76,920 Fig 
any contract he undertakes—proposes, that if} prp—17.95 =13,46, and 13,46+-44.15=57.61 ay wi ab 
300,000 will be raised, he will commence the road BP T.08 XK. - + pe — ‘ eD 76,320-+-19,290= 95,610 fae 
and build it to Hamilton at fair prices ; and what van, dA 95,610-+-17,242—112,852 
is lacking to remunerate him for such service he] 2 _(4g¢)2 499 400X761 X87-61 _567 94 (Onabutm’t.A112,852+ 8,048=120,900 - 
will take in stock. é | The ratio of the heights to the widths of the nol 
If the road is built to Hamilton, the people be- =(16.85)*, \penels being as 1 to 3/. the horizontal thrusts of all 
jow, and at Columbus, will never allow it to stop | pp—16.35<0.75—12.26, and 12 26-4-57.61=69.87 Pp g as 1 to 74, the horizontal thrusts 0 cho 
at that point. Self-protection would force them to : : icine ‘ DO *°"\the braces will be three-fourths of the vertical 
carry it on to Columbus. Therefore, we may con- sh =UV=%, - |forces. mw 
clude tuat the road will be buiit. y?=(Dd)? =400— 400 69.87 X69.87 _oo4 79 Then the horizontal thrusts of the braces, and iw 
TREATISE 10,000 (14.81)? the consequent tension upon the bottom chord, die 
=(0e-0") "> Iwill be bi 
Ox THE AD=14.31X0.75=10.73, and 10.73-+-69.87=80.60|"" 
PRINCIPLES OF CIVIL ENGINEERING icity AC : Of brace cH 8,437% Ibs. tension on CH, ry 
=—Z =, “ “cc AG 25,2174 “ ini “ CG, a ‘ 
AS APPLIED TO THE . : 400 80.60 80.60 ‘“ gF 41,6133 ‘“ ‘ OF, will 
CONSTRUCTION OF WOODEN BRIDGES. |¥*=(A2)’=400— i a “FE 57,240 «“ OB, 
—(11.84)?. “ “eD 71,7074 «“ OD, hy 
8. 8. wil Engi : “ dA 84,639 “* “ OA, 5 
-~ be " meng ara, , The widths of the panels of each half span are ies brac 
And late Chief Engineer of the N. Y. § Erie R. R.| 15, 14, 88, 14.32, 13.46, 12.26 and 10.73=80.6 feet. Total ....288,855 Ibs, at middle of chord. 1 
(Continued from p. 359.) The whole span exceeds that proposed by 1.2 feet.| The ratio of height to width being the same for 20,4: 
Exampte F, , This may be corrected by a proportionate reduc-jall the panels, the ratio of the height to the Tt 
Suppose a truss is required to be 20 feet high,in| tion of the ratio of the height and width of the/diagonals, in the direction of the braces, will also 18.8: 
the middle, about 160 feet clear span, and to have| first panel, and repeating the operation. be uniform for all the panels. If 
the outline of the greater portion of a semi-| Should it be desirable, the span may be extend-| The length of the brace He is 25 feet—for posts 
ellipse. ed in a similar manner by adding two, four, or|y/(20?-+-15*)=25—and the ratio of the vertical to be d 
Any length of ellipse may be assumed which, | more panels, ‘i idle eeean 5 5 will 
on trial, will give a suitable length of ordinate for} Taking the clear span at 161.2 feet and assum- the oblique is as 20 : 26, or as 1:14; or, 20 1.125. taker 
the end height of the truss, ing that every foot of the truss is loaded with Consequently, the oblique strain, or thrust of each dence 
For simplicity in calculation the length of the|1,500 Ibs.; the total weight between the bearing|brace, is one-fourth greater than the vertical force asa } 
ellipse in this case is taken at 200 feet. points on the abutments (A and B) will be 241,800\applied to that brace. Th 
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The oblique strains of the braces are— 


On brace cH . .... .... «++. 14,0624 Ibs. 
ii ec 42,0282 “oe 
$6er dhtk nade. eee 
Eb Aveasee suc teeetd 
nent wane eee 119,5123 “ 
ib ashoe seetascneeeear. = 


Of the 1,500 lbs. per lineal foot, 600 Ibs. may 
be taken as weight of structure, and 900 Ibs. 
weight of passing load. The vertical pressures 
upon the counter-braces will be to the vertical 
pressures on the direct braces, as 900 to 1,500, or 
as 3to5. If the braces and the counter-braces 
of each panel were of the same length, their 
oblique thrusts would be in the same ratio. In 
this case however the strain upon the counter- 
brace will somewhat exceed three-fifths of the 
strains upon the braces in the same panel. 

The approximate strains, to which the various 
timbers, bolts, etc., will be subject, having been 
calculated, their dimensious may be determined 
as in the previous examples, good judgment and 
mechanical knowledge being requisite in fixing 
upon the most suitable loading proportions of sec- 
tions of the chords, braces, beams, etc. 

Having disposed of this truss as an independent 
open beam, it may be well to inquire farther into 
the effect of combining with the beam, the prin- 
ciple of the confined arch, composed of a system 
of arch-braces and straining beam, as illustrated 
in Fig. 59 to 67 inclusive, and by means of which 
a latent strength is kept in store to provide against 
the contingency of a brokeu chord. 

In the McCallum arrangement, as illustrated in 
Fig. 59, the end heights of the truss are suflicient 
to allow the smoke stack of a locomotive engine 
to pass under top lateral bracings, and the arch 
braces take such angles that the resultant of their 
oblique forces is inclined about 45 degrees or one 
toone. Jn this case the vertical and horizontal 
pressures are equal to each other. 

Suppose arch-braces to be used in the present 
example, and inserted as from A to f and A toe, 
Fig. 70, bearing firmly upon the angle of the 
abutment, or pier A, so that they support the 
Weight of one-half the truss and its load. Let 
the depth of the chord be 15 inches, the corbel or 
bolster 10 inches, and the wall plate 5 inches, in 
all 80 inches, or 2.5 feet, from the top of the 
chord to the angle formed by the face and the 
top surface of the abutment. 

The arch-brace Af will then have an inclination 
of 20.45 vertical to 36.45 horizontal and its length 
will be 1/[(20.45)?+-(36.45)? ] =41.8 feet. 

The arch-brace Ae will have an inclination of 
18,85 vertical and 22.99 horizontal, and its length 
will be V(18.85)?-+- (22.99)? =29.78 feet. 

The weight of the half truss and its load being 
120,900 Ibs., the vertical pressure on each arch- 
brace, if alike, will be 60,459 Ibs. 

The oblique thrust of the longer brace will be 
20.45 : 41.8 :: 60,450 : 123,555 Ibs. 

The oblique thrust of the shorter brace will be 
18.85 : 29.78 :: 60,450 : 95,841 Ibs, 

If these braces are supported laterally by the 
posts Dd and Ee, as in Fig. 59, their length will 
be divided into segments, the longest of which 
Will be about 14 feet, and if their thickness be 
taken at 12 inches, they will resist the same ten- 
dency to compression, per square inch of section, 
a a pillar 14 diameters in length, or say 800 lbs. 
The depth of the longer brace will be nearly 13 


inches; for 18X12 800=124,800 lbs.; and the 
depth of the shorter brace will be nearly 10 
inches; for 10X12<800=96,000 Ibs. 
The horizontal thrusts of these braces will be— 
20.45 : 36.45 :: 60,450 : 107,745 lbs. 
and 18.85 : 22.99:: 60,450: 73,726 “ 


Total horizontal thrust . . 181,471 Ibs. 
Deduct half weight of truss..120,900 ‘“ 








Excess of horizontal force... 60,571 Ibs. 

The resultant of oblique forces in this case has 
an inclination of 2 vertical to 3 horizontal very 
nearly. 

The horizontal strain at the middle of the chord 


was found to be .... ........... «+. 288,855 Ibs. 
The horizontal thrust of arch-braces .181,471 ‘ 


Difference in favor of arch (36 per ct.) 107,884 ‘ 








§ 100. The centre of gravity (G) of the pier 
(Fig. 71) is in the line CH and the weight of the 
mass acts vertically upon the point H at the mid- 
dle of the base (BF). 

Any horizontal force, applied at A, will have a 
tendency to overturn the pier, about the angle F 
and to raise the point H. Then CHF may be con- 
sidered as a bent lever with its fulcrum at F; the 
weight to be moved at H and the power applied 
at C. 

Again, if a weight be applied at A it will act 
vertically upon the point D, and the two arms of 
the lever will be AD and DF. 

A pier of solid granite 5 feet wide and 25 feet 
long on the top, 50 feet deep with a batir, of 0.1, 
will contain 15,4163 cubic ft., weighing, at 170 Ibs, 
per cubic foot, 2,620,833 lbs., and without any 
superincumbent weight, will require a horizontal 
force of 393,120 lbs. to overturn it. If one-half 
the weight of the bridge (241,800 lbs.) rest. upon 
the angle A of the pier (/%g. 71) it will require 
an additional horizontal force of 48,860 lbs. to 
overturn it, or a total horizontal force of 441,480 
Ibs. 

The horizontal thrust of the arch-braces, of the 
two opposite trusses of a single track bridge, is 








181,471 X2=362,942 Ibs, 


The horizontal thrust is, therefore, 75,540 Ibs., 
or 20 per cent. less than’ the pier has the ability to 
resist. 

The horizontal strain upon the chords of the 
two trusses, is 288,8552=-577,710 lbs., which 
strain, in case both chords were to be severed, 
would thrust horizontally at the tops of the piers, 
and this thrust would be 136,230 lbs. or 31 per 
cent. more than the pier can sustain. 

In case the pier should happen to be founded 
upon the level surface of a solid rock, the base 
closely fitted and cemented with mortar having a 
tenacity of only 12 lbs. per square inch, it will re- 
sist » further horizontal force of 136,080 Ibs. For, 
the base has an area of 35<15=—525 square feet ; 
and the total tenacity of the mortar at the base 
will be 525144 12=907,200 Ibs. 

This will resist a horizontal pressure, at C, of 

ra ™ 
aa ‘4 _ 136,080 Ibs. 


5 








The sum of the horizontal forces which the 
pier can now resist will be on account of its own 
WOME 5 waning ve ddadédcadancaad d6e0er 393,120 Ibs. 
On acc’nt of weight of superstructure 48,360 “ 
On ace’nt of tenacity of mortar at base, 136,080 “ 








Total resistance of pier..... 577,560 “ 
Stability of. pier dess than tension on churd, 
150 lbs. 
Stability of pier greater than thrust of arch, 
214,768 Ibs, 
(To be continued.) 





Journal of Railroad Law. 
TRANSPURTATION CONTRACTS—MEANING OF 
WORD ‘* TOLL.” 

Some time since an agreement was entered into 
between the Delaware and Hudson Canal Company 
and the Pennsylvania Coal Company, providing for 
the transportation of the coal mined by the Penn- 
sylvania Coal Company, over the Delaware and 
Hudson Canal. The agreement provided that the 
Coal Company should have the right to transport 
coal over the canal with the same facilities as were 
enjoyed by the Canal Company themselves, or by 
any other persons. It further provided specially 
for a rate of tolls to be established on the first of 
May in each year. These tolls were to be fixed 
by ascertaining the quantity of lump coal belong- 
ing to the company, which, at that period, they 
should have contracted to sell and to deliver at 
Rondout, (the easterly terminus of the canal,) by 
transportation on the canal, during the year. The 
average price per ton of these sales were to be as- 
certained. From this average price, $2.50 per ton 
was to be deducted, and one-half the remainder 
was to be the toll per ton to be charged to the 
Pennsylvania Coal Company for the transportation 
of their coal during the year. 

The agreement further provided (and it was 
upon the effect of this provision that the question 
presented in the lawsuit of which we are about to 
speak, chiefly arose) that if the quantity of lump 
coal which, on the first of May, should have been 
scld, should be less than half the estimated sales 
for the year, then the toll during that year should 
be calculated on the average price per ton at which 
the sales should actually have been made. 

Under this agreement the question soon arose— 
at what time were the tolls payable, in case the 
sales prior to May 1st fell below one-half the esti. 


THE 





mated sales for the year ? 
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The Pennsylvania Coal Company contended that 
in such a case the tolls could not be fixed under 
the contract until the end of the year ; and that 
they therefore were not bound to pay any toll until 
the end of the year arrived. The Delaware and 
Hudson Canal Company on the other hand main- 
tained they had a right to insist on an immediate 
payment on account, of a sum to be fixed by a 
proximate estimate of the tolls; though they did 
not deny that the amount of the tolls could only 
be accurately ascertained at the end of the year. 

A suit was brought by the Coal Company against 
the Canal Company to test this question, and the 
decision was that the construction contended for 
by the Coal Company was correct. The following 
extract from the opinion of the court shows the 
reasons assigned : 


CLERK, J., after stating the facts. As a gene- 
ral rule, no one is obliged to perfurm a contract 
until its nature, limit and conditions are ascer- 
tained and prescribed. No debt can be legally de- 
manded until its amount is capable of being esti- 
mated. If A engages B to go to Rome, and prom- 
ises to pay all the expenses which he incurs on the 
route, B cannot compel payment of avy portion of 
his expenses until he completes the journey, unless 
he has taken the precaution to have it expressly 
understood that A shall pay him the several por- 
tions of the outlay as they are incurred. 

I can discover no essential difference on the 
point involved between such a case and that now 
before us, except that the latter relates to tolls, 
which it is said necessarily imply immediate pay- 
meut., Is there, indeed, any peculiar virtue in the 
word “ toll” which gives it so potent an effect as to 
litt any contract in which it is employed above 
the ordinary rules of construction? And after 
sifting this case thoroughly, and disengaging it 
from all irrelevant topics, we shall find that this is 
the only question that remains for consideration. 

Does the word ‘ toll,” which is employed 
throughout this agreement import, e¢ vt termini, 
an instant collection, as soon as the weight of the 
cargo is ascertained at the usual price ? 

“Toll” is a Saxon work, originally signifying a 
payment in towns, markets and fairs, for goods 
and cattle bought and sold there. It is defined in 
the institutes to be areasonable sum of money due 
to the owner of the fair or market, upon sale of 
things tollable, Within the same. It is now, also, 
popularly applied to the charges which canal and 
railroad companies require for the transportation 
of goods payable, no doubt, at once, in all cases, 
where there is no right or arrangement importing 
the contrary—precisely as goods sold are pre- 
sumed to be sold for cash, uuless by express terms, 
or trom the circumstances of the case, the trans- 
action shows a credit. ‘the word means nothipg 
more than a compensation for the privilege of ser- 
vice granted or rendered ; and the period of pay- 
ment depends entirely as in every other case, upon 
the express or implied understanding of the par- 
ties. The right of the Canal Company in this re- 
spect is not at all enlarged by the charters which 
it has received from the States of Pennsylvania 
and New York. It is, indeed, permitted by these 
charters to exact certain tolls and rates, not ex- 
ceeding three cents per mile for every tun of as- 
certained burden in every vessel. But even in 
such cases where the rate is fixed, the toll cannot 
be exacted until the burden is ascertained, so that 
the amount payable must be certain before it can 
be demanded. Nothing appears in these charters 
impressing on the word ‘‘toll” a signification 
which, e¢ vi termini, imports an immediate right 
of collection where the terms of a contract are in- 
consistent with it. ‘They do not, in other words, 
contain any immunities to the company, shielding 

them from the effect of the ordinary meaning of 
language, as the ordinary consequences of the 
want of circumspection and care in the prepara- 
tion of their contracts, The employment of the 
word “ toll,” therefore, does not, et vt termint, give 


it before its amount is ascertained. . And asI have 
already intimated, the contract itself contains 
nothing from which it can be satisfactorily and 
legally interred, that the parties intended, in the 
conti.gency contemplated in this clause of the 
agreement, that the tolls should be payable before 
the expiration of the year. Tobe sure, immediate 
paymeut is provided for in the first clause; but 
this is no reason why we should legally infer that 
this was intended on the happening of the contin- 
gency mentioned in the provision under considera- 
tion. Indeed, the presumption is at least as much 
in favor of the opposite supposition. In the one, 
immediate payment was expressly provided for, 
because the amount could be ascertained with cer- 
tainty ; in the other, it may be fairly assumed that 
immediate payment was dispensed with, and pay- 
ment postponed until the expiration of the year, 
because the amount could not be ascertained with 
certainty until that time. And may it not be 
plausibly maintained, if the parties designed pay- 
ment on account, by some proximate calculation, 
that they would have declared it? Their atten- 
tion was, most manifestly, directed to the subject 
of payment, by contemplating the contingency ; 
and, if they deemed it practicable and convenient, 
common prudence, of which we are not to presume 
any one destitute in matters in which important 
interests’ are concerned, would have required a 
suitable provision for this purpose, expressly set 
forth in the contract. For, assuredly, neither 
party would be willing to leave it to the interested 
conjectures of the other to make what is called a 
proximate estimate, without at least specifying 
some principles on which the computation should 
be made. 

It would, indeed, have been more convenient 
for the Canal Company to receive the tolls, and it 
may bea very serious detriment not to have re- 
ceived them, as the weight of each cargo was suc- 
cessfully ascertained at the weigh-lock at Eddy- 
ville; on the other band, it would be equally con- 
venient for the Coal Company not to pay them un- 
til their amount should be definitely ascertained, 
So far as it may be presumed such considerations 
operated in the minds of the parties in making 
this contract, they may be deemed counterpoised , 
and a cautious reserve and silence might have been 
regarded by each as the best policy. Or, which is 
more likely, each might have been willing to trust 
to the liberality of the other, and not to rely, as to 
this point, on a strictly legal right. They are 
both respectable, wealthy, and powerful compa- 
nies—not petty traders. We are not to suppose 
that the apprehended hazard by the retention of 
the dues by the other until the end of the year, or 
that both were not inclined to yield material ta- 
vors and forbearance, respecting an arrangement 
likely to endure for many years, of great magni- 
tude, and of great advantage to both. If, under 
the first clause, immediate payment was yielded 
by the one, under the contingency contemplated 
in the latter, a postponed payment may, with a 
very good grace, be yielded by the other. Gene- 
rally, the Canal Company would receive immediate 
payment, as the method prescribed by the fiist 
clause would in the great majority of years obtain; 
the me.hod prescribed in the other would be con- 
tingent and exceptional. ‘Thus, occasionally, with- 
out any serious sacrifice of interest, it would be 
nothing unprecedented or extraordiuary that they 
should wait for a few months for payment from 
their very safe and very profftable customer. 

But, without indulging in any speculation on 
the possible intentions of the parties, it is enough 
for us to say, that the language of the provision 
referred to necessitates no such construction as the 
Canal Company demand. There is no latent vir- 
tue in the word “toll,” to exempt a contract in 
which it is employed from the ordinary rules of 
construction ; and a toll, like any other debt, can- 
not be demanded until its amount is ascertained. 
Nothing more clearly demonstrates the wisdom of 
adhering to this rule than the consequences which 
a departure irom it would exhibit in this case. If 
the Canal Company are allowed to collect the tolls 
before their rate can be established, what amount 


amount-?. By a proximate estimate? By whom ? 
Shall it be left to the arbitrary, perhaps biased, 
estimate of the interested party ? The law abhors 
arbitrary power in the private as much as in the 


public relations. It allows no man to be a judge 
in his own cause—he must await the arbitrament 
of disinterested authority. The Canal Company 
demanded, as a proximate estimate, 55 cents per 
ton, on their own mere conjectural computation ; 
they afterward reduced it to 50, They might as 
well have demanded 60 or 70, They had no more 
authority to demand 50, than the Coal Company 
had to insist on the payment of 40. Neither, in 
short, could coerce the other, until the amount ac- 
tually payable should be ascertained in the mau- 
ner prescribed in their contract, 


Louisville and Nashville Railroad. 

This great work, in which we are all so much 
interested, is rapidly hastening to completion, 
From one end of the line to the other the greatest, 
activity pervades «ll departments. In Louisville 
the Company have a most beautiful depot nearly 
finished, 2 large engine house, suitable for several 
engines, and a machine shop, that cannot be ex- 
celled for size and completeness, The portion of 
the road finished from Louisville to Green river, 94 
niles, is yielding a handsome profit on running ex- 
penses, besides developing the county heretofore 
almost out of reach, At Green river the bridgeis 
about one-third completed. When finished, this 
will be the finest piece of work on the road, and, it 
is thought, in the West. It is built of iron, resting 
on stone piers, at an elevation at the centre span 
of over one hundred feet. The entire length of the 
bridge is one thousand feet. 

Between Bowling Green and Green river the 
graduatior is pushing ahead, and will be finished 
by the time the bridge is done. 

From Bowling Green south, track-laying has 
been going on several months, as we have noticed 
in our colunns, At this time it hasreached Frank- 
lin, Ky. The grading is done thence to the State 
line, from which point to the tunnel, a short time 
only will be required to prepare the work for the 
track. 

At the tunnel a large force is employed. The 
contractors hope to finish early in the fall, 

From Gallatin, the track is progressing slowly, 
as but a short distance is laid down at a time, and 
then ballasted in a fine substantial manner. We 
had the pleasure of a ride over the new track a 
few days since, finding this piece of road equal to 
any We ever passed over. 

It is not necessary for us to say anything about 
the road from Gallatin to Nashville, for all our 
readers are well posted on that point, 

The Cumberland river bridge is now waiting for 
the river to fall; as soon as this takes place, the 
middle span will be put up. 

In Nashville, depot grounds have been pur- 
chased, upon which the required buildings will be 
erected this summer. The work on this side is al- 
most finished.— Gallatin ( Tenn.) Examiner. 





Chicago, St. Paul and Fond du Lac Railroad. 

Under the new organization of the Chicago, St. 
Paul and Fond du Lac Railroad Company, work is 
to be commenced on the Rock river division, from 
Janesville to the LaCrosse junction, and the line 
completed and opened through from Chicago to 
Oshkosh during the coming season, 


Chicago, Iowa and Nebraska Railroad. 
The cars on the Chicago, Iowa and Nebraska 
Railroad were run to Bertram, seven ‘miles west of 
Mount Vernon, and twelve miles east of Cedar 
Rapids, on the 30th day of May, and will be in Ce- 
dar Rapids by the middle of June. 





Niagara and Detroit Rivers Railroad. 
The Niagara and Detroit Rivers Railway Com- 
pany, as organized under the recent act of the 
Canadian Parliament, have advertised for propo- 
sals for the construction of the entire line of the 
road. Tendersare tobe received at the Company's 
office, in Hamilton, until the 18th of June. En- 








the Canal Company any right to the collection of 


shall be exacted and who shall determine the 


gineers are also at work locating the line. 
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TRICE eer 
7 Cincinnati Stock Sales. The business of the Illinois Central Railroadj The above are the net receipts after deducting 
By KIRK & OHEEVER, ° 
ptire: ending June 6, 1889. for May, 1859, was as follows: all charges. 
Little Miami, 1st Mort ee P xa Ge ana wk: Total sales d Land + sieliansae The following are the earnings of the Milwaukee 
at TARE. Nansen eeencene Clenut 1 ’ hehe Se r * 
ounaaton and Lexington, 2d Mortgage... 6s-...50 ein Se. come tai es 2,598.76 for $43,996 82 and Mississippi Railroad for May, as compared 
Cine Ham, and Dayton, 2 Mortgage. Te8k | To which add Town Lot sales... .... 1,015 45| with the same month last year : 
Indianap, & Cincinnati, do. do. -- 78....85 — 1859, 1858. 
Chidilaiatt tdi POM... a9 Total ef all ih.) cecciieselinda' $45,012 27| Freight ..............-. $40,005 31 $55,110 23 
incinnati, Hamilton & Dayton .... ...-.....--- : A : , F UMOMNOTS < odpc aes seae 19,861 11 30,410 83 
has bias Baty Sues Bt se " cres sold since Jan’y SsenDe ? : ) 
Deeded Cider face one 1, 1859. ....... ....15,245.78 for $223,608 65| Mails.... 2.2. .s.2e0 eee 1,835 42 1,216 66 
Little MiuMh...- 2+ s+ ==--=2=--92=-00= ======89 Acres sold prev’sly, . 1,229,835.38 “ 15,637,148 95 a 
RUURN ceen.a0. ade $61,701 84 $86,737 82 


Railroad Earnings. 

The receipts of the Grand Trunk Railway of 

Canada for the week ending May 21, 
MI hs c6d0v unscce vances ccuccdQeeae ae 
Week ending May 22, 1858.......... 44,228 96 
DIEGIUMRD vvcee cave vtec coees ceeaeun OG 
Total traffic from July Ist. ........ $2,036,500 07 
Same period last year ..........-. 2,127,847 68 


Decrease .... sees cecece oeceee $91,847 61 


The earnings of the New York and New Haven 
Railroad for May, 1859, were: 











From passengers, &C... 1... sees eees 0$86,743 51 
© FreIGNS 200 e000, 00 nee eateleed 15,250 00 
MGs ous knee cnvdiccun.croe.es $101,993 51 

Less due other roads,.............. 24,546 88 
Balanced, «00; 0000 ccve vese cove $77,446 63 
Receipts for May, 1858.........-... 68,907 86 
WONORDOia's Scns <i dave ceed $3,538 77 


The following are the receipts of the Pittsburg, 
Fort Wayne and Chicago Railroad, for the month 
of May, 1859, compared with the month of May, 
1858 : 





For May, 1859 ...... ..ee0 eceeee «$119,909 11 
DO WEBB on ccs caccce cvec ete . 115,404 79 
Gain in 1859.2... 00. sees ee «2-0 $4,504 82 


The receipts of the Long Island railroad for 
May, 1859, were :— 
From passengers .... ..0. eeee ses eee $16,557 65 


© PEOIBNL cons cece cccdccves @ os0es 11,297 38 
SE anbs Kean ANKE Kae NONE Coens 685 42 








MEG cdce cont cose cascae 
May; TGGG! ise vice soscicedocs 


eee - $28,550 45 
eveece. 20,525 56 





Increase, 1859 2.0 sees ceccees $3,014 89 


The traffic of the Great Western Railway of 
Canada for the week ending May 27th, 1859, was 
as follows: 





ROUND: ois ciniew ce duced céeiqus ooeee $21,971 63 
Freight and live stock ......2. 25+. 9,573 33 
BR EE POTIETION 6 0.0.0: nae, cons sheniee 1,439 14 

Total........ Ccccce cccece sons Qua vee 10 
Corresponding week of last year ..... 37,819 37 


Decrease .... «+ Pe ey $4,835 27 


The earnings of the Cincinnati, Hamilton and 
Dayton railroad, for May, 1859, were..$42,086 23 
May, 1858 32,896 57 


COP eee eee eee eee eeeeee ree 








Increase in 1859. ...... .... $9,189 66 


The earnings of the Michigan Southern and 
Northern Indiana Railroad, for May, 1859 and 
1858, were : 


1859. 1858, 
Passengers .... .... «+: $62,386 87 $80,289 18 
Freight..... ......+++.. 66,684 71 67,481 64 
Mails.......sccce-csee 4,688 41 4,685 14 
Express and miscell’ous, 3,363 28 35,393 80 





Totals... .... ..$187,518 27 $187,799 76 
Decrease in 1859.... eee ++. $50,281 49. 


UME G soe 1,245,081.11 for$15,860,757 69 
Construction Bonds canceled in May, 
BO ee eis TI RSG 
Construction Bonds canceled previ- 
GOB ab cane Knee i, eons Gadd Sedig 


$32,000 00 
1,048,500 00 


" $1,080,500 00 
Free Land Bonds canceled in May, 











FOOD aiiie Side ess isk $6,000 
Free Land Bonds canceled 
POGTIOWIRY, cane caseicsss.03 132,000 
- 138,000 00 
Total Bonds canceled up to May, 
DE ARGO ii dd crsandiicawianesd $1,218,500 00 
Cash receipts in May, 1859........ $51,580 28 
Do. since Jan’y 1, 1859... 229,965 17 
Total cash and bonds received to 
BA Gh, Bas avdasa sesh edades 2,904,762 70 


Trafic Department. 
Receipts from passengers . .......... . $00,410 21 


Do. NEAGHE fos cs ie TOTO 
Do. WEG aids ieee WeKGN cee 6,368 22 
Do. rent Of TOA ..00 seoese 5,450 00 
Do. other sources ......... 4,982 98 








Total receipts in May, 1859 ........$139,771 47 


Do. Ges 1866 wis. pee 161,090 34 
Do. since Jan’y 1, 1859...... $715,157 42 
Do. ee | 751,460 52 


The annexed are the May earnings of the Chi- 
cago, Burlington and Quincy railroad : 
Freight .... .. cece cece cece cove co ee $59,655 75 


POSIONGOED once ones ngedes. 284 uses: 27,978 60 
Mail and misceilaneous.... .... ..+..-. 1,628 33 

MOtal ssid cansivdcwc destesue $89,262 68 
Operating expenses estimated........ 50,000 00 








Net earnings .... .... eo... «$00,262 68 
Gross earnings per mile ...........-. 557 89 


Between Chicago and Burlington, 210 miles: 
Breight ‘.... occ cuse cecete secs eves QO; S00 On 


Passengers. .... 2200 cece cove cove cece 33,303 91 
Mail and miscellaneous .... .... ..+.-. 1,996 83 
TOGA occ cece vce cose cove $102,599 56 
Between Galesburg and Quincy, 100 
miles : 
Preignt : ..< ce ccc e cece $12,893 62 
Passengers .... .. ees eoee 12,117 58 


Mail and miscellaneous... 890 00 
25,901 20 
Total for 310 miles........ $128,500 76 


Earnings in May, 1858 ......... 2... 130,995 68 


Decrease in 1859 ........ ..-. $2,494 92 
Earnings per Mile .... ..e0 eee cone cece $414 18 
The receipts of the Hudson River Railroad for 


May, 1859, were... .... ...000 eeeee- - $141,268 92 
For May, 1858...... cee. eeee eee cece 128,182 27 





Inchease.. ..... eee cece ceees $18,188 65 
The receipts of the Harlem Railroad Company 
for the month of May are as follows : 


1859 0.200 wcccee coceses cee bide We see $77,667 57 
1858 .. 2.00 ceceee coveee 91,868 62 











The earnings of the Galena and Chicago Union 
Railroad Company, for the month of May, were: 

1858. 1859. Decrease. 

Vi $109,985 $81,821 $28,163 

Passengers ..... 44,286 33,900 10,386 

Mails, etc....... 3,682 3,600 88 

Total .... $157,953 . $119,321 $38,632 


Corrected earnings for the previous month, $88,708 





The Chicago and St. Louis Railroad. 

A bill is on its way through the Legislature, on 
the petition of L. Candee, of New Haven, and oth- 
ers, incorporating a company to operate the above 
named road out in Illinois. There seems to be a 
little hesitation, but no real objection, to the incor- 
poration of the company; nor should there be, 
when it is considered it is an attempt of Connecti- 
cut creditors to save a portion of the million anda 
quarter of dollars the road owes them. 

It is said that the railroad in question cost eight 
millions. Its annual average earnings during the 
last four years have been over one million. The 
bonded indebtedness of the road, secured by three 
successive mortgages, was $4,535,000, There is 
unpaid bank interest on these mortgages amount- 
ing to about $1,325,000. Of the indebteduess 
there is owned in this State about $1,250,000, and 
a large portion of the remainder is owned in Ger- 
many. The road became embarrassed in 1855, 
since which time no interest has been paid except 
about $57,000. 

The Hartford Press states the claims of the ap- 
plicants for the charter as follows: The stockhold- 
ers of the road were sold out under a power of sale 
contained in a fourth mortgage, in December, 1856. 
The equity of redemption—that is, the road—was 
bought, subject to the first, second, and third 
mortgage, by Joel A. Matteson and Elisha C. Liteh- 
field, for the sum of $5,000; since which time 
they have been in possesion, and have received, 
down to October, 1858, when they stopped pub- 
lishing the receipts of the road, the sum of $2,024,- 
407 30; and notwithstanding these large receipts, 
they have paid only $57,000 towards the interest 
they have agreed to pay. 

Proceedings for the foreclosure of the first mort- 
gage were commenced ii the courts of Illinois in 
October, 1856 ; the petition was answered by Mat- 
teson and others, and petitions, cross bills, and 
interpleaders, were filed by several other parties in 
interest. The bondholders have not been able to 
get a trial on the merits, and Matteson says he can 
postpone them, at least, two years longer, keeping 
possession of the road, and its income, all that time. 

4 suit for foreclosure on the second mortgage 
was commenced about the same time—October, 
1856, and is in the same complicated state as the 
‘first. In October, 1858, a suit was commenced to 
foreclose the third mortgage, which has come toa 
dead lock, like its predecessors. No result is like- 
ly to be rendered within a reasonable time, except 
by the consent of parties. There is, also, a joint 
suit on behalf of ali the mortgages pending in the 
U. 8. Court for the District of Northern Illinois; 
this was commericed in the summer of 1858, and 
has not yet been reached in its order on the docket, 
on its merits. 

With all these complications, and enormous ex- 
penses, already more than $40,000 upon the bond- 
holders, they have attempted and agreed upon a 
compromise by which they can have the road and 
all its income, as soon as they are prepared to take 





Net increase.... .... .......$14,201 06 


it, and to pay the bonus required by the terms of: 
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the compromise. They cannot take it now for 
want of a proper organization. 

The Legislature of Illinois does not meet until 
January, 1861. In the meantime, the road and its 
franchises is to be sold by order of Court under 
the third mortgage. The creditors deem it abso- 
lutely essential that they should be organized and 
prepared to operate the road as soon as they can 
get it, and prepared to buy it at the contemplated 
sale, so that other speculators, like Matteson, may 
not step in and plunder them further. 

The creditors are among our most respectable 
and substantial citizens, embracing all classes, 
savings banks, trust funds, and benevolent socie- 
ties, farmers, merchants, lawyers, maiden ladies, 
and widows.—New Haven Herald. 








American Railroad Journal. 
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New York and Erie Railroad. 

The competition between the “ four great lines” 
is raging with greater violence than ever. On 
Tuesday of this week, the Pennsylvania Railroad 
reduced the rate of passenger fare from New York 
to the points named, as follows : 


Old. New. 
To Cleveland ....... subs inde dM OO $8 00 
PF PDRWONGO s.s0. 6s cvsisces os 128-00 12 00 
© Columbus. sc... seccccecee 17 WO 10 00 
SERA Tee eee 15 26 9 00 
* Cincinnati ...........22- 20 00 13 25 
MABE, TiO wib si oo ais sides eee . 380 00 23 25 


We take it that the New York Central will fol- 
low suit, and the Erie too. She is entered for the 
race, and must make time, or be distanced and 
disgraced. 

Where is this wretched business to end? One 
result is clear. Unless soon put a stop to, it will 
prove the distruction of the Erie Railroad. This 
is certain. Let us see how it stands. 

The comparative earnings of this road for the 
first seven months of the year were as follows : 





1859. 1858. 
October .... 0... ..eee0 ++ $456,226 $449,685 
November...... ......0... 486.898 429,900 
December .. .......... +++. 892,292 474,618 
JODEATY ««.scivicc eles cove ss 804,707 876,356 
February ..........+. ++. 301,593 378,455 
OE cre 316,48 68 6d 00. wows. 3 364,296 461,494 
April. ces cevcee voce eee 880,842 558,129 
$2,636,354 $3,131,679 
2,636,354 
Loss in seven months........ coos $495,328 


The amount of falling off for the remaining five 
months will probably be still greater; so that the 
total gross earnings will be a million, at least, less 
than for 1858. 

The total earnings for that year were, say $5,- 
100,000 ; current expenses, $3,900,000, leaving as 
net earnings, $1,200,000; or only about $200,000 
beyond what will probably be the current ex- 
penses for the present year ; for the late report of 
the company gave no encouragement that they 
were to be materially reduced. 

The action of the company still further illus- 
trates its complete financial prostration. It is re- 
ported to have abandoned all idea of making, for 
the present, further payment of interest upon its 
funded debt. Whether this is true or not to the 
full extent, there is no doubt of its being true as 
to all classes of bonds, after the second mortgage. 
The company is completely broken, It has neither 


sent contest continues, any better prospect for the 
future. 

What is to be done? The thing to be attempted 
is to compose the present disputes, and to restore, 
as far as possible, the traffic that the company 
once possessed. But how? And here we come to 
the very point at issue. Can this salvation come 
from Mr, Moran? We do not see how it is possi- 
ble. Have we any reason to expect anything bet- 
ter for the future than the past. Under Mr. Mo- 
ran’s administration the road has steadily fallen 
off in its earnings, lost in public confidence, while 
its managers have been embroiled in disputes and 
quarrels, which have assumed such a degree of 
personal animosity, that we do not see how, the 
parties to them maintaining their present posi- 
tions, they can ever be composed. 

When a person takes the responsible position of 
the manager of a railroad, the duty he owes to the 
public is success. The degree of his success 
measures his qualification for the place he fills, 
Faithfulness to one’s ideal is nothing, unless this 
leads to success—unless this lies at the goal, adhe- 
rance to an ideal is unpardonable egotism. 

Now it is clear that Mr. Moran’s administration 
has not been a success. Far fromit. It has been 
a dead failure. In every particular, we believe, 
except in the condition of the road, upon which a 
large portion of the earnings have been expended, 
does it stand in worse relations than when he took 
charge of it. We do not question the purity of his 
motives, nor that he has done many things well. 
While he made the most strenuous efforts to inau- 
gurate, if we may use the term, an honest admin- 
istration, we have no doubt that his, on the 
whole, has been much more expensive than there 
was any need of being, and as expensive, and 
probably more so, than any of his predecessors. 
One great reason for this has been, that he has not 
been properly supported. In the outset, he as- 
sumed the duties of President and Superintendent. 
Both are still vested in him. His influence has 
overshadowed every department of service. Now, 
while his influence was everywhere felt, he could 
not wisely direct all, nor exact from each depart- 
ment a proper degree of accountability. There is 
no doubt that the work and materials bestowed 
upon the track the past year cost the company a 
sum much ‘larger than, under suitable super- 
intendence; they would have cost. We give this 
as an illustration. How could it be otherwise ? 
Mr. Moran is not such an expert as to know what 
is a proper compensation hardly for any kind of ser- 
vice rendered the company. He could not help 
being imposed upon. 

It is easy to be wise after the event. We claim 
a little foresight in this matter. In the first num- 
ber of the Journat after Mr. Moran took his seat, 
nearly two years since, we commented upon his 
election in the following style: 

“ New York AND Erte RAtRoAp. 


“Mr. Coartes Moran has been elected to, and 
accepted the Presidency of the New York and Erie 
Railroad. 

‘* Mr, Moran possesses many excellent qualities 
for his new position. He has energy, is capable of 
great labor, and will, we have no doubt, serve the 
company with entire fidelity. 

“ The effect of this appointment upon the value 
of the securities of the company is yet to be seen. 
We have no doubt he will conduct their finances 
with ability, Sut this is by no means all that is 





means for present necessities, nor, while the pre- 





to be fone. To succeed in bringing relief by the 


creation of new loans will, in the end, only add te 
the company’s embarrassments, unless at the same 
time the operations of the road shall be so con- 
ducted as to secure the largest possible income. 

‘‘Mr. Moran’s success, therefore, will depend 
upon the persons that he shall associate with him 
in the practical management of the road. His pre. 
vious training has not fitted him for the discharge 
of such duties. His appointment is well so far as 
it goes. But the changes and appointments are 
yet to be made, wpon which final and complete suc- 
cess depends. He must associate with himself gen- 
tlemen of mature experience, and of the highest 
qualifications in railroad management, if he would 
have his administration reflect credit upon him- 
self, and prove beneficent to the stock and bondhold- 
ers.” 

So far from associating with himself gentlemen 
of “ mature experience, and of the highest quali- 
fications in railroad management,” there has been 
a gradual weeding out of the best men foung in the 
company when Mr. Moran took his seat as Presi- 
dent. Nota single place, as far as we can learn, 
has been filled with first class men, possessed of 
experience, and fitted to command the confidence 
of the publie Had Mr. Moran selected competent 
assistants and advisers, his company would have 
been ip a very different position from the present 
one. We have frequently commented, in a mild 
manner, upon a tendency which he undoubtedly 
has, of trusting entirely to his own convictions, and 
of turning a deaf ear to everybody else ; but all to 
no purpose. We think now we are justified in us- 
ing a little stronger tone. We spoke as plainly 
before his career commenced, The end has justi- 
fied our apprehensions. 

There is one matter connected with Mr. Moran’s 
presidency to which we have never referred in a 
manner calculated to wound any one’s feelings; 
but which, we are satisfied, has been one great 
cause of his want of success—we mean his salary 
of $25,000. There were two relations that Mr. 
Moran could have occupied toward the company-~ 
that of a public spirited man, standing ready to 
lend a helping hand, and to make a personal sac- 
rifice for a great public enterprise, especially one 
in which he has induced his friends to invest, and 
which was threatened with danger ; or that of an 
expert, who brings great qualities and a valuable 
experience to its aid, for which he expects a cor- 
responding compensation. But Mr. Moran has 
taken a compensation exceeding two and a half 
times that ever given to the most competent expert 
in the United States, while he brought to the road 
only the capacity of becoming one by the exercise 
of the duties that fell upon him after assuming his 
new position, If he came to the rescue of the road 
as a friend, then he should have been the first one 
to make a display of a great sacrifice of time, or 
money, or labor for its good,as an example for the 
emulation of others. But if he did not choose to 
make such sacrifice, but to receive a compensation 
equivalent to his qualifications and reputed expe- 
rience, then he demanded and has received a sum 
altogether disproportionate to his merits, There 
is an entire want of fitness in the whole thing. It 
has done more to demoralize the company than all 
other causes together. Just see how it works— 
A gentleman, a banker, without a day’s experi- 
ence on a railroad, is suddenly placed in the posi- 
tion of chief executive, receiving a compensation 
more than twice as great as ever before paid to 
the most experienced person in a similar position, 
and five times greater than eyen paid to a person 
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having no greater pretension. By necessary im- 
plication it was a direct disparagement, not to say 
insult, to every person who had for a considerable 
time been in the service of the company. Espe- 
cially was it so felt, when a general reduction of 
compensation was soon after decreed. Take the 
case of a person who had been in the company’s 
service, say for ten years, and had served it faith. 
fuly all that time, for a salary of a thousand dol- 
lars, Without increasing it a penny, and without 
any recognition of his qualities, a person without 
any experience is placed over him, with a pay, 
relatively ten times greater than he receives. He 
feels that injustice is done him. His self-respect 
is wounded. He ever after labors under the idea 
that he receives an insufficient equivalent for his 
services. Such a conviction will end in reducing 
their value, in his estimation to the compensation 
he receives. If he be wanting in principle, he 
will shirk his duties. If he has an opportunity, 
he will appropriate to himself the means of the 
company. Mr. Moran is loud in his complaints 
of being defrauded. If such be the fact, the par- 


ties to the frauds justify themselves with the idea}! 


that they are only raising their compensation to a 
level with his own. Such an extraordinary 
measure as a salary of $25,000 for a noviciate, has 
its legitimate influence, which, in the present case, 
has been most disastrous, in the manner described. 
It has been most effectually used by the public, 
and by the enemies of the road to cover it with 
ridicule, and to bring it into contempt. Mr. Mo- 
ran’s uncompromising views have tended to stim- 
ulate this disposition. Ridicule is a most potent 
weapon, and may be used with as much effect 
against a railroad company as against an indi- 
vidual. 

In conclusion, we see but one way in which the 
Erie railroad can be saved. It must go inte new 
hands, who must bring to its management just 
those qualities that secure the highest degree of 
success in other undertakings. The policy we 
marked out last week, we are convinced, is the 
only one that will do any good. It is no use to 
go on any longer in the old way. No body of di- 
rectors can lift the road out of the slough in which 
it lies, They cannot communicate the right kind 
of life to it. Phe road must, in effect, become 
equivalent to a private property. If anything is 
to be saved, the stock and bondholders must act, 
and promptly. If on the other hand, all hope of 
saving it is to be given up, it may as well be left 
where it is, 





Galveston, loustonand Henderson Railroad. 

A bridge is now being constructed from Galves- 
ton Island to the main land, a distance of about 
9,000 feet, for the accommodation of the above 
road, The depth of water is from 6 to 7 feet. 
The bridge is to be completed the present year. 
The distance from Galveston to Houston is about 
50 miles ; of this distance about 5 miles of railroad 
on the Island has to be built; the other portion 
of the road being in operation. 





Dayton and Michigan Railroad. 

The opening of this road to a junction with the 
Pittsburg, Fort Wayne and Chicago Railroad, at 
Lima, was formally celebrated on the first instant. 
A new route is thus opened between Cincinnati 
and Chicago. The road will soon be extended to 
Toledo, 


Chicago and Rock Island Railroad. 

One of the most extraordinary reverses in the 
railroad enterprises of this country has been the 
Chicago and Rock Island road. In 1857, if the 
Reports of the Company are to be credited, the 
gross earnings amounted to $1,886,196; these fell 
off in 1858 to $1,407,845. The comparative earn- 
ings, copied from the Chicago Press, for the first 
half of the current fiscal year were as follows: 








1857. 1858. 

WENN caacde cceate secs sues $149,911 $82,374 
MOGs ek) Ses 83,384 
September ..c6 ickieecielse 197,011 94,965 
CMOUEE édsiccccecccccsss, Se 92,719 
NOWOIIOE <0.06 «404:0560005..eee 73,883 
December ......ccec-ee-e 90,309 60,218 
$887,961 $487,583 

487,583 

Falling off.... ...... . $400,378 


—or equal to 45 per cent. 
The earnings for the last half of the fiscal years 
of 1857-8 were as follows: 


SPONGY Sos chose 5dde cede wees te bess cece $72,041 
67,307 





iis ccudinkaaces caniqecscedegase 
MM hoes Rew s sééved's ae Oaks LE Cheam 92,120 
Dia Sie de ced qudsindececee evbeweae ...- 80,594 
UUs neaines o6dddccedé edebioonnneceehens 90,043 
AUN eRhe cba £460. daes Cede, pineceds.apas $194,172 


A similar rate of decrease for the last, as for the 
first half of the year, would leave $271,700 as the 
total earnings for six months, making the aggre- 
gate for the year $759,455. The per centage of 
decrease has been less, and we estimate the gross 
earnings for the six months at $344,000, making a 
total for the year of $831,583; a sum less than the 
earnings of 1857 by $1,054,613 ! 

The cost of operating the road for 1858 was 
stated to be $778,816; paid interest on bonds and 
on the Bureau Valley lease, $224,715; making the 
total for these two items $1,003,531, or $171,948 
more than the probable receipts for the current 
year. Add to this, the increase in the construc- 
tion account for the past year $147,854, the whole 
deficit will be $319,802. 

That the deficiency will equal this sum, we have 
little doubt. It is well known that the road was 
most wretchedly constructed, and requires con- 
stant and expensive renewals. It is hampered 
with the Rock Island Bridge, and has already 
guaranteed bonds to the amount, we presume, of 
$200,000, bearing 10 per cent. interest, on account 
of it. How much more it may be called upon to 
pay, we have no means of knowing, 

In view of this state of affairs, the lease of the 
Bureau Valley Railroad appears in its full enor- 
mity. This branch takes annually $125,000 out of 
the net earnings of the main line. It stands di- 
rectly between the stockholder and his dividend. 

Such being the case, immediate steps should be 
taken to set it aside. It was a contract in which a 
portion of the directors of the Rock Island Com- 
pany had a direct pecuniary interest hostile to that 
of their wards—the stock and bondholders of this 
road. We take it that no trustee can make a valid 
contract for his benefit, at the expense of the par- 
ties for whom he acts. This is a well settled prin- 
ciple of law, and we have no doubt it would, if 
properly invoked, set aside the obnoxious contract 
referred to. 

To cover up as deep as possible the memory of 
this shamefal transaction, the reports of the Rock 





Island Company are always silent as to the cost, 
earnings, and cost of operating, the Branch. Ne 
one outside the company knows what these are, 
or have been. All that is known is, that the road 
was in an unfinished state, when the lease was 
taken, and that on this account it was stoutly 
opposed by some of the directors, who unfortunate- 
ly were in a minority. Since that period all is 
blank. We have no means of knowing how much 
was expended on the Branch when the lease was 
taken. It is 47 miles long. The price at which 
it was taken was within a few dollars of $1,800,- 
000, the interest of which is $125,000, or very 
nearly $40,000 per mile, for what cost the contrac- 
tors probably not $15,000 per mile! 

The reports of the company are equally silent 
about its relations to the Rock Island Bridge, al- 
though the company has a large pecuniary inter- 
est in it. The whole truth in this case, could it 
be told, would very likely reveal another Bureau 
Valley affair. No one, however, among the stock 
and bondholders seems to have interest or force 
enough, to make the directors open their mouths. 
The road was apparently made for these parties 
instead of its unlucky owners, 





Artificial Illumination of Cars. 

An important desideratum connected with the 
equipment of cars is the means of illumination at 
night. Qil is open to very serious objections for 
obvious reasons; volatile fluids are dangerous; 
candles are troublesome ; all far more expensive 
than gas. The most modern system of gas-light- 
ing in cars, that of taking in the gas at the ordi- 
nary street pressure, and expelling it by mackine- 
ry rather than by its own force, seems likely to 
become the most popular. The smoking cars of 
the night express train between this city and Bos- 
ton, via New Haven and Springfield, support two 
burners each on this system, and a passenger car 
on the Boston and Lowell road has just been pro- 
vided with a similar apparatus, all of which are 
represented as working very efficiently and satis- 
factorily. The system of compressing gas by a 
pump into small cylinders as practiced on the 
Camden and Amboy and some other roads, is also 
working very finely, but the “low pressure” sys- 
tem requires none of the machinery therein neces- 
sary for charging. The Boston cars are charged 
in a few minutes, by connecting a common flexible 
hose to the street main, and allowing it to flow, 
while the ‘‘high pressure” system requires the 
working of force pumps by steam power for a long 
period to effect its compression. Whether the 
clock-work required by the low pressure system 
for expelling the gas is likely to become deranged 
is a question that can only be settled by long trial, 
but the system has been used two years on all the 
Jersey City ferry boats, and down to this date, we 
have heard of no difficulty in connection therewith. 
The gas-holder for railroad cars is a sheet iron 
box, of large area but little depth, and containing 
some 50 or 60 cubic feet of gas. It is mounted 
beneath the floor of the car in the centre, and pro- 
vided with suitable connections and valves. A 
hose, diaphragom of rubber, or similar materiai, 
extends horizontally across, and the gas, when ad- 
mitted below from the mains, elevates it without 
difficulty, expelling all the air above through an 
open cock. This is the operation of charging. A 
clock spring connected with a common day mé 
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ity the ‘corner of the car above, is next wound up 
and connected to urge air with a gentle pressure 
into the space above the diaphragm, and so soon 
as the:gas from below is allowed to escape to the 
burners; the clock-work supplies its place and 
maintains the pressure by working in common air, 
and depressing the diaphragm until all the gas is 
burned; and the rubber lies quietly on the bottom 
of the vessel. 





Somerset and Kennebec Railroad. 

The annual meeting of this Company was held 
on the fifth of April, at which an annual report 
was made, accompanied by a statement from a 
committee of investigation, covering the operations 
of the Company for three years past. 

The total cost of the road has been as follows : 
Received from stock subscriptions. . ....$169,200 

** 1st mortgage bond sold... - 198,000 
ss rs ag pledg’d 102,000 
2a sold... 238,000 
<i pledg’d 12,000 
66,000 
51,926 


“ 
“ 


“cc 


“cc a“ “ 


“ “ 


Coupons overduo.... 
Floating debt . 


Total .... evcecee $001,127 
The earnings for the year ending March 31, 
1859, were— 


From passengers.. 

~ Je 
PRONE Ssiyarceces s 
express .... 


“ “ 


ween tere ee ee tere 


wee $20,500 
30,960 
3,348 
600 


ee eee cee eee seer 


iti 
“ 


$55,403 
The current expenditures for the same period 
have been $26,989, leaving $28,404 as net earnings. 
This sum has been appropriated toward complet- 
ing the road, and the payment of debt due for iron. 
The Report recently received is the first, we 
believe, issued by the Company. The road was 
commenced in 1853. It was opened to Kendall’s 
Mills, 21 miles, in January, 1855 ; and to Showhe- 
gan, 16 miles further, in December, 1857. Since 
its opening it has been operated by the Kennebec 
and Portland Railroad. From February, 1855, to 
April, 1856, 13 months, the Kennebec and Port- 
land Company run the road, receiving therefor 
$1,000 per month. The earnings of the road for 
this period amounted to $21,960. Paid Kennebec 
and Portland Railroad $14,250. From April 11, 
1856, to September 1, 1857, the amount paid for run- 
ning the road was increased to $1,750 per month, 
The earnings for this period were $65.904, The 
amount paid the Kennebecand Portland Railroad 
$29,756. Net receipts $36,154, For the months 
of September and October, 1857, the road was run 
by the Company on its ownaccount, The amount 
received for the two months was $4,636, From 
May 1, 1857, to May 1, 1858, it was run by the 
Kennebec and Portland Company, the latter re- 
ceiving therefor one-third the gross receipts 
which amounted to $20,194. From May, 1858, to 
April, 1859, the road was run by the Kennebec 
and Portland Company, at the rate of 40 cents per 
mile, The receipts for this period were $52,080. 
Expenses about $25,328. The total amount of 
gross receipts of the road since it went into opera- 
tion have been $164,724. Paid to the Kennebec 
road for running the same, $76,066, The balance 
has been expended in construction, payment of in- 
terest, elc., etc. 
The following is a statement of the funded debt 
of the Company : 
lst, Mortgage bonds, 6 per cents., $300,000, 


dated May 1, 1854, payable May 1, 1874. Coupons 
payable semi-annually on the first days of May 
and November. 

2d. Mortgage bonds, 6 per cents., 350,000, issued 
November 1, 1856, payable November 1, 1876, 
Coupons payable semi-annually on the first days of 
May and November, 

Of the second issue, the Company have on hand 
about $100,000. Theinterest on neither issue was 
paid for the past year, the earnings being applied 
in payment of the debts of the Company. The 
amount of unpaid coupons outstanding. on the first 
of April was $66,000. 





Lewey’s Island Railroad. 

This is a short road recently constructed in the 
State of Maine. It was not fully completed till 
January 1, 1858. The earnings for the past year 
were-— 

For transportation of freight...... 


cc 


+ corn 
persons . wees Ne 2,100 


RMU csaa bs ccxiec dues cane ined $12,950 
Current expenses , 7,362 


Net earnings. 0. ceceer.ceeene $0,088 

The earnings for 1857 were $5,135; expenses 
$3,904; net earnings $1,281. 

The company has issued two classes of Bonds, 
viz:—I1st Mortgage Bonds, for $150,000, dated 
December 1, 1856, payable Dec. 1, 1876, with 
coupons payable semi-annually, at the Globe Bank, 
Boston, 

2nd Mortgage Bonds, dated June 15, 1857, pay- 
able June 15th, 1869, with coupons payable semi- 
annually, at the office of the company in Calais, 

The first bonds are held by the city of Calais as 
security for bonds of an equal amount, and of 
similar tenor issued to the railroad company by 
the city; the former agreeing to pay the interest 
on the same. 

The total amount of stock issued by the com- 
pany is $171,310 ; the total cost of road, $310,000. 
It has no floating debt. 





Lacrosse and Milwaukee Railroad. 

This road is no Phenia, if it be without a par- 
allel. Z'wo companies have sprung from its ashes 
—one organized by the purchasers at the sale un- 
der the third mortgage, which presents the follow- 
ing organization : 

Russell Sage, Troy, N. Y., President. 
tors—L. A. Battershall, Troy, N. Y.; Wm. Gould, 
Albany, N. Y.; W. B. Gilbert, Syracuse, N. Y.; 
Hans Crocker, N. J. Emmons, J. W. Wecks, Mil- 
waukee, Wis.; W. E. Smith, Fox Lake, Wis., and 
W. BR. Sill, Lacrosse, Wis. 

The “ old ’ur” still claims to live, incarnated as 
follows : 

Directors ——Newcomb Cleveland, Henry C, Ca- 
bell, Cicero Comstock, John Lockwood, Orville 
Oddie, Geo. W. Pratte, A. B. Harris, and T. C. 
Dickinson. 

President.—Newcoms Cuevetanp, of Wauke- 
gan, Ill. 


Vice. President—Henry C. Canenn, of Rich- 
mond, Va. 


Treasur er—CicEro Comstock, of Milwaukee. 
Secretary—S, R. Kang, of Milwaukee. 


Which is the veritable Jacob remains to be seen. 
Organization number “two” presents one strong 
argument in its favor. If anything could have de- 
stroyed the old company, the rascalities committed 
by it would have killed it off long ago. We guess 
the last described organization to be the Phenix 
of the concern—the veritable soul of the old com- 


Direc- 





pany, only in anew body. Whether this body wil} 
have such fair proportions as the old one we very 
much doubt. We rather guess it will have to con- 


sole itself with the principles it is advocating. 





Productive Industry of Massachusetts and 
Ohio Compared. 

Mr. E. D. Mansfield, Commissioner of Statistics 
of Qhio, in his report, estimates the total exports 
of that State, being the products of agriculture, at 
$48,403,297, made up of the following articles: 
Flour and wheat ..... sees sees cove + GL1,111,518 
Other grains. ...... goa 1,750,000 
Beef and cattle . wees 6,165,551 
Pork, lard, lard oil and hogs 13,885,302 
Butter, cheese and allow. 1,734,382 
Whiskey anal 5,109,918 
Lo Ra 2,197,125 
OE Siuh sees eube Nees Seen Tees ; 2,649,466 
Other articles:..6 s.0. ccccse ssce's 8,800,000 


eee eee veeeee 
sees eeee 
eee weer 
eee eeee eee 


sere eee eeee 


vo sees cee $48,403,297 

If we add to the above $5,000,000 as the value 
of manufactured articles exported, the total aggre- 
gate of exports will be $53,403,297. 

In 1855, the total product of the industry of 
Massachusetts equalled $295,820,681. Of this 
amount the products of agriculture, and of such 
manufacture as would be likely to be consumed 
chiefly at home, amounted to $78,147,182, leaving 
for fabrics manufactured for general consumption 
throughout the country $217,673,499. We givea 
few of the leading articles that go to make up this 
immense sum : 

Names of Articles. Value. 
Manufactures of cotton goods........ $36,464,000 
“ woolen “ sees 16,124, 000 
** iron. opdelee 5,512,816 
Machinery of various kinds.......... 10,600,000 
Dandies and Oil ..<> seccce cece 6,813,291 
Soap and tallow candles .. 7,720,533 
SIMOMUEE. 606. (UUs Scocec ccesed aes vc SEER 
Boots and shoes .... .... sees seve eeee 57,489,000 
Hats, bonnets, etc.... .... «0. 4,905,000 
Mackerel and cod fish .......... 2,829,000 
Alchohol and distilled liquors 3,183,282 
Ready-made clothing. ...... .... 9,061,896 


eeee 


“c 


eeeeee 


Total .. 0s occe coccrssveicece nose $10,672,818 


If we assume that Massachusetts produced in 
1855 $217,000,000 of fabrics of various kinds for 
general consumption, and if we estimate the share 
consumed at home to be in ratio to her population, 
then she would have exported more than $200,- 
000,000—her population being about one twenty- 
fourth of that of the whole country. But we will 
assume that she retained at home one-quarter of 
such fabrics, which is certainly a liberal estimate, 
the amount of her exports for 1855 were, conse- 
quently, $162,716,000—or three times greater than 
the exports of Ohio, with a population exceeding 
twice that of Massachusetts ! 

These comparative statements are interesting, in 
showing how productive is industry when properly 
systematized and directed, and how little the 
wealth of a community depends upon the produc- 
tiveness of its soil, There is no doubt that the ac- 
tual values annually produced are greater in Mas- 
sachusetts than in Ohio, <A portion of this excess 
is owing, no doubt, to the greater amount of cap- 
ital invested in the former State, but much more 
to the superior industry and training of its people. 

Massachusetts exports to the other States man- 
ufactured articles exceeding in value one-half of 
the entire foreign importations for the whole coun- 





try. Her imports are equal to her exports. . This 
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fact illustrates the vast extent of our internal trade, 
which probably exceeds twenty times the amount 
of our foreign trade. 

The tonnage caused by the railroads of Massa- 
chusetts, proves that we have not over-estimated 
the value of its products. These works in 1858, 
transported 3,369,270 tons of freight. If we re- 
duce the above amount by one-half, for tonnage 
duplicated on other roads, we have 1,684,635, as 
the actual tonnage of the roads, The value of this 
tonnage will exceed $250 per ton, or $420,000,000 
the value of the articles enumerated, will exceed 
$500 per ton; leather is worth $509; boots and 
shoes $1,000 per ton; cotton and woolen goods, a 
still larger sum. 

We doubt where there is an equal number of 
people in any country so well and profitably em- 
ployed as those of Massachusetts. With the poor- 
est soil of any, and iv many respects, in an unfa- 
vorable geographical position, she has made herself 
by industry, the richest and most prosperous com- 
munity in the world. 

Houston and New Orleans Railroad. 

The portion of this road lying within the State 
of Texas seems to be making rapid progress. We 
copy the following in reference to the same from 
the Houston Zelegraph : 

A force of 220 men are now at work, under the 
direction of Mr, Smith, of the firm of Wentz & Co., 
railroad bui'ders, of great force, means and expe 
rience. Their operations commenced near the 
town of Beaumont, in the county of Jefferson, on 
the 10th of May, 1859. They are working on both 
sides of the Neches river, and on the 21st com- 
menced laying the track on the west bank. The 
Engineer Corps are laying out the work to the 
Trinity river, so as to connect with the company’s 
works from Houston east. One cargo of rails, 
chairs, spikes and other material, 350 tons, has 
been landed on the line of the road, having been 
sent from Cardiff, Wales, and received in Galves- 
ton by the brig Clyde. ‘The company is daily in 
receipt of supplies of material from the North and 
Europe. The distance between Houston and the 
Trinity, at the town of Liberty, is thirty-six miles; 
from the Trinity to.the Neches river, forty-four 
miles. It is designed the road shall strike the Sa- 
bine about three miles from the town of Madison. 

The bridge across the Trinity will be about 400 
feet in length, with a draw sufficient for the pas- 
sage of vessels in that trade. The timber for bridge 
and trestle work is now in preparation at conve- 
nient pointsalongtheline. The length of the road 
to the Sabine, from Ifouston, is 96 miles. With 
the men, means, State aid and appliances, amount- 
ing to $1,000,000, the work may be completed to 
the confines of Louisiana in two years. There is 
plenty of timber along the line for ties, bridges, 
and trestle work; there is very little deviation 
from a level from one point to the other. Com- 
fortable quarters have been prepared for the work- 
men, and sanitary measures adopted for the pre- 
servation of their health; and the contractors, en- 
gineers, and whole force will be of the most effec- 
tive kind, having a thorough organization and pro- 
per discipline, so essential to carry on the work 
with vigor. 


The New Orleans Bulletin states that Mr, A. M. 
Gentry, President of the road, visited England last 
fall and succeeded in disposing of the bonds of the 
company sufficient to provide for the purchase of 
the iron for the whole length of the road. A por- 
tion of it has already arrived from Wales, and the 
remainder will come as fast as it may be wanted. 

The entire distance to be built is 336 miles. Of 
this distance, 100 miles lie within the State of 
Texas, the Opelousas Railroad (in operation,) is 
to be used for 80, there remains to be provided for 





in Louisiana 156 miles, the means for which must 
come chiefly from New Orleans. It is a work of 
very great importance, and we should suppose that 
an interest in behalf of it could be awakened in 
New Orleans that would end in supplying the ne- 
cessary aid. The route isa very favorable one, 
and would bring to that city a vast accession of 
trade, and would greatly strengthen her commer- 
cial position. Texas, in area, is a half a dozen 
States. Houston is the focal point for her railroad 
system, A railroad which is to connect this with 
the great Southern Metropolis could not fail to 
have a lucrative business. 





Illinois Central Railroad--Its Locomotive 
Department. 

The following Statement will show the opera- 
tions of the locomotive department of this road for 
the month of April: 

Total mileS TUN... . 20. cvce cece coccce 100,500 


Pounds of waste used..........---2-- 1,863 
Gallons of oil cme cee eidee wees tee 
Cords of wood ( cegucadeedanease ae 
Tons of coal © cts cath daddud >. Sree 
Wages of engineers and firemen,...... $6,028 
Repairs of engines .... .... .2+. e002. 8,388 
Value of waste and oil.... .... .... eee. 1,279 
“¢ & wood and Coal.... .... -e-.-. 14,097 
Cleaning engines.... .... eece cece esse 1,085 
Total expenses .... .cceee cece cece ceee 30,880 
Value of oil and waste used per mile.... 8.2 
«6 ® wood aud coal“ « “ ““*.... 9.02 
Wages of engin’rs and firen “ “ .... 3.80 
Cost of repairs of sal 5.36 
“ “ cleaning engines PS awe 6.9 
Total cost per mile run....... ceuadnas 19.75 
Average number of miles to pint of oil.. 14.30 
as es: « « cord of wood 42. 
“ 4 oi -, Ron OF com. 35, 


Henderson and Nashville Railroad. 

The town of Hopxinsville has subscribed $50,- 
000 of stock in the Henderson and Nashville Rail- 
road, payable when the grading of the road shall 
have been finished to Hopkinsville from the Ten- 
nessee line, on condition also that $65,000 be 
raised by subscription, for the purpose of ironing 
the road in that county. 





Pacific Railroad of Missouri. 

This ConfPany are prepared to pay the interest 
on all the bonds issued by it, and due July Ist. 
The work of construction is making vigorous pro- 
gress, both on the main line and south-west branch. 





Quincy and Palmyra Railroad. 
The branch to connect Quincy with the Hanni- 
bal and St. Joseph Railroad, at Palmyra, is nearly 
completed. When opened, a direct line by rail- 


road will be formally between the east and the 
Missouri river. 





Fayette County Railroad, 

We learn from the Pittsburg Post that the first 
division of the Fayette County Railroad has been 
opened, and that an excursion train run between 
Connellsville and the Union Iron Works. In a few 


months the road will be completed from Connells- 
ville to Uniontown. 





Cumberland Coal and Iron Company. 

The annual meeting of this Company was held 
in this City on the Othjinst. The following gen- 
tlemen were elected Directors for the ensuing 
year, viz. : 

President, CHARLES GouLp; Directors, Robert 
P. Getty, Allan Campbell, Samuel J. Tilden, Na- 
thaniel Marsh, William F. Havemeyer, David 
Palmer, Edmund H. Miller, Columbus Seguine, 
Benjamin Nathan, J. Hall Pleasants, Baltimore ; 
Charles M, Connolly, Frederick Kubnz, 





Memphis and Little Rock roads 
~ The greater part of ,the line of the abore-tokd, 
from the Mississippi to the Arkansas river, is un- 
der contract. 


To Railroad Contractors. 


NIAGARA AND DETROIT RIVERS RAILWAY 
COMPANY (OF CANADA): ; 
i pursuance of the statute in that case made and provided, 
notice is hereby given that tenders for the construction of 
this company’s railway will be received until noon of Satur- 
day, the 18:h of June next. 

Further information and the necessary printed; form of 
tender may be obtained on application at the office of the 
company in Hamilton, Canada West, 

The tenders to be endorsed “Tender for the construction of 
the Niagara and Detroit Rivers Railway,” and to be sealed 
and addressed to the secretary, at Hamilton, Canada West. 

‘The Directors, under the provisions of the said statute, will 
not bind themselyes to accept the lowest, or any tender. By 
order. W. LYNN SMART, Secretary. 

HamiLtTon, Canada West, May 17, 1359. 


Railroad iron. 


HE undersigned have American and Foreign Railroad 
Iron for sale, deliverable in New York and other mar- 
kets, CASWELL & PERKINS, 


Brokers, 69 Wall st. 
New York, January 1, 1859. or 


LOCO MoT V Es. 
2 LOCOMOTIVES, about 18 tons, (second hand,) 4 ft. 84 in. 
gauge, ia excellent order for sale at a bargain, 
GEO. T..M. DAVIS, 
New York, May 24, 1859. 2m 47 Exchange Place. 


WEISSENBORN’S PATENT 


Incrustation Preventer 
FOR STEAM BOILERS, 


Aerezores LLY obviates the Formation of Scale 
on the Plates by separating the incrusting matter 
from the water before it enters the boiler, at the same time 

















condensing a large portion of the steam and su ing the 
purified water to the boiler at about boiling heat. appara- 


tus is compact, simple, and applicable to all hinds of 
Recent modifications render it still more efficient than heretofore 

Testimcny as to its successful operation in preventing scale, 
and also a: a HEATER AND CONDENSER, can 
be furnished by the subseriber, nit 

Probably no modern improvement connected with Steam 
Power combines so many advantagesas this. The economy 
of Fuel alone from its use soon re ays the 
cost of the apparatus. Prices reduced. Terms easy, 


STEWART KERR, Engineer, 
Agent, 15 Broadway, NEW: YORK. 


Notice to Bridge Builders. 


Esaineer’s Orrice. C. &S. RR; 
Charleston. May 23, 1859. 
EALED PROPOSALS WILL BE RECEIVED AT THIS 
Office until 12 M., on Saturday, 18th June next, for the 
construction of a single-track railroad Bridge acress the Sa- 
— River, about thirteen mites above the City of Savan- 
nan, 

The said Brdze will have (6) six spans of (144) one hundred 
and forty-four feet cach; and a swiog bridge (190) one hun- 
dred and ninety feet long, (giving two openings of 80 ft. each.) 
The entire length cf the Bridge will be about (1070) one thou- 
sand and seventy feet, 

The superstructure of the Bridge to be of the most sub- 
stantial character, and on the plan of Howe’s Patent Truss, 

Tae piers and abutments to be composed of cast-iron cylin- 
ders, (6) six feet in diemeter ; sunk by Poti’s pneumatic pro- 
cess, through an average depth of (20) twenty feet of mad, 
sand, and gravel, and secure'y based upon the impenetrable 
substratum which und-rlies the bed of the river, 

Maes egos abe be received at the same time for cons 
the said Bridge on piers a: d abatments of bi 
piled foundations, ” crore ee 

The plans and specification: bills of timber and iron, may 
be seen, and all other in‘ormation obtsived, at this Office, oa 
and after Monday, 6th June, 

EDWARD MANIGATLT, 
Chief Engineer, C. & S, R. RB. 


FOR SALE. 


6 TONS English Rails, (afloat), 54 lbs. to the lineal 
2,250 yard, Erie pa:tern, Bars 24 feet long. T 
Cast. GtO. T. M. DAVIS, 
New Yors, June 1,1859. 423 47 Exchange Place, 


OrFice oF THe ILLINo1s Cesraat R. RB. Co., 
New York, May 23, 1859, ¢ 
4 hw COMPANY is now prepared to receive payment in 
fu.] upem its capital stock, as eet forth in the circular ad- 
dressed to the shareholders on the &th of March last, 

The Freeland Bonds and ali other obligations of the Com- 
pany, except the Constrac ion Bonds, due m 1875, will be re- 
ceived at par, and accrue. :n'erest in payment of the balance 
of $40 per share now unpaid. 

Certificates of full-paid shares will be issued, upon which the 
Company will pay an interest dividend of TWO DOLLARS 
per share semi-annually, _ the conditions recited in the 


cireular. By the Board, 
J. N. PERKINS, Treasurer. 
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GAR AXLE WORKS. 


A. & P. ROBERTS, 
PENCOY¥D IRON WORKS, 


Orrice No, 410 Wauyur Srrezr, 
PHILADELPHIA. 
Relied or Hammered Car Axles, Bar Iren 
and Forgings. 

ST. LOUIS STEAM 








OOR. MAIN AND CEDAR STREETS, 
ST. LOUIS, MO., 


MANUFAOTURS 
OAR ASZIGE S, 
AND BEVERY DESORIPTION GP 
LOCOMOTIVE FORCGENGS. 
ALBO, 
STEAMBOAT SHAFTS, ORANKS, TOBAUOO SOREWS, 
. HAMMERED BAR IRON, 
AND EVERY VARIETY OP 


Forgings for Macheet<is’ Use. 


JOURNAL 


American Geographical and Statistical 
SOCIETY. 


The Fifth Number of this Journal is now ready. 


Subscription Price, $3.00 per year, or 25 cents per copy. 
Letters relating to the business of the JouRNAL are to be 
addressed to the Publishers 
JOHN H. SCHULTZ & CO., 
9 Spruce st., 
NEW YORK. 
VENTILATION. 
4 ee undersigned has devised and patented the only syster 
of ventilation for a Vessels, RaILRoAD Oars, 
&e , by which spontaneous ventilation can be effectually carried 
out ; and is willing to dispose of the same to parties desirous 
of parchasing at a reasonable price. 
A.: dress BENRY RUTTAN, 
Coburg, Canada. 











FINANCIAL. 


THOMAS GEORGE WALKER. DAVID TWEEDIE. 
WALKER & TWEEDIE, 
42 PINE STREET, 
NEW YORK. 


Business Paper and Bills of Exchange negotiated, 
BONDS, STOCKS and other Securities bought and sold. 








NATHANIEL LANE, 


PATERSON, N. J., 
COPPERSMITILAND BRASS PLANISHER, 


MANUFACTURER OF 
ORNAMENTAL, SHEET BRASS AND COPPER WORK 
FOR LOCOMOTIVE ENGINES, 


Brass Domes, Escape Pipes, Steam-Chest Covers, 
Cylinder Heads, Jackets, Raised Bands for Boilers, etc., etc , 


Ako, Smoke Stacks and Russia Iron Jackets. 
Also, COPPER FLUES OF SUPERIOR QUALITY, and 
All other Copper Work for Locomotive and Stationary Engines. 


Brass and German Silver Name and Number Signs 


FOR LOCOMOTIVE ENGINES, 
Furnished at unusual short notice. 


FREIGHT CARS for SALE. 


97 CARS—Have been run about two years,—viz :— 
& long 8-wheel Box Cars, 2 with apartment for conductor 
3 * “Cattle Cars. 
19 “ & — Platform Cars. 

These Cars are made in the best manner, with large axles, 
safety beams. brakes, lightner boxes, and have been newly 
painted and will be sold low for cash. 

WILLIAMS & PAGE, 
2m17 41 Water st , Boston. 








Central Park Improvement 
Fund Stock. 


Pree for $300.000 CENTRAL PARK IMP ROVE- 
MENT FUND STOCK —Sealed proposals will be re- 
ceived at the Commtroller’s office until THURSDAY, June 16, 
1859, at 2 o’clock, P M., when the same wiil be publiciv 
opened, for the whole o- any part of the amount of THREE 
HUNDRED THOUSAND DOLLARS OF THE CENTRAL 
PARK IMPROVEMENT FUND SIOCK OF THE CITY 
OF NEW YORK, authorized by an Act of the State Legisla- 
ture en'i led “ Au act for the Regulation and Government of 
the Central Park in the C.ty of New York,” passed Apr'l 17, 
1857,.amenied April 13, 1859, and by an ordinance of the 
C mmon Council, app-o ed by the Mayor, May 18, 1859, 
Tbe said Stock will consist of Three Thousand Shares, of 
One Hundred Do lars each share, bearing interest at the rate 
of six per cent per annum, payabie ouarter-yearly, and the 
principal sum redeemable on the Ist day of August, 1887. 
Tae proposals will state the number of shares detired, and 
the price per share ; and the persons whose proposais are ac- 
cepted will be reju red to deporit with the Chamberlain of 
the cily, within three days after the opening of the bids, the 
whole sum awarded and covered by their bids respectively, 
including the premium, if any, thereon, and on presentiog the 
receipt of the Chamberlain to the Comrtroller, will be ent tled 
to receive a certificate fur the par value of the number of 
shares, bearing. interest from the date of such deposit. 
preposition sho :ld ba sealed up and indorsed “ Pro- 
posals for Central Park Improvenent Fund Stock,” and the 
proposals, thas sealed and endorsed, put in a second envelope 
eealed and addressed to “ Robert T. Haws, Comptroller, New 
York.’ Tbe righ: is reserved on the p2rt of the Comptroller 
reject any or all of the bide, if considered neceseary to pro- 
or Rent ot Fh interests of the Corponaiace, New.York, 
Departmen inance, Comptroller's » New- Yo 
May 17, 1859. - ‘ROBERT T. HAWS, Comptroller. 





PETERS, CAMPBELL & CO., 
BANKERS AND DEALERS IN 
DOMESTIC EXCHANGE AND BANK NOTES, 
No. 50 WALL STREET, 
NEW YORK. 


SPECIAL ATTENTION GIVEN TO 


So LiUFtCTrions 
IN ALL PARTS OF THE UNITED STATES, 
PETERS, SPENCE & CO., Lynchburg, Va, 
D. T, 0. PETERS DAVID E. SPENCE 
N. I. CAMPBELL, ¢ DEXTER OTEY. ' 


Pres't B'k Republi 

Jas. T, Souter, Esq., Pres’t B’k Republic. . 

American Exchange Bank *§ New York City 
Banks and Bankers, Richmond and Lynchburg, Va. 





MORSE c& CO., 
ANKERS and DEALERS in Stocks, Bonds, Exchange 
and Commercial Paper, on commission, No. 49 Wall 
street, and 41 William street, NRW YORK. 
Orders for the purchase and sale of Stocks and Bonds, at the 
Brokers’ Board, by letter or otherwise, promptly executed. 
Cash advanced on sound saleable securities, 


REFER TO 
@, VAN BAUR & CO..N.¥. CONTINENTAL BK. N.Y, 


DUNCAN, SHERMAN & CO., 
BANKERS, 
Corner PINE and NASSAU Sts., 
NEVVT YORE, 


IS8UB 
CIRCULAR NOTES AND LETTERS OF CREDIT, 
FOR TRAVELERS, 
AVAILABLE IN ALL THE PRINCIPAL CITIES OF THE WORLD, 


ALSO, MERCANTILE CREDITS 
For use in EUROPE, CHINA, etc. 





? 


Hl MEIGS, Jr. & SMITH, 
BANKERS and BROKERS, 
389 WILLIAM STREET, 

(First Bortping BELOW Watt StRERT.) 
STOCKS and BONDS Bought and Sold on Commission, 
MERCANTILE PAPER and LOANS Negotiated. 
INTEREST ALLOWED ON DEPOSITS, 
HENRY MEIGS, Jr. WM. ALEX. SMITH: 

New York, May 11, 1858. 


CHAS. A. FISHER, 
Late of the firm of FISHER, DENNY & CO., 
No. 18 Exchange Place. 
gpa ty and Bonds bought and sold on commiggion, Toga 
negotiated. | dla i 








A. H. DYETT 


STOCK AND BOND BROKER, 
No. 43 EXCHANGE PLACE, 


NWEVW YoR Fe. 


Ww. P. STEELE & CoO,, 
' BANKERS, 

93 WILLIAM STREET, NEW YORK. 
STOCKS and BONDS Bought and Sold on Commission, 
Mercantile Paper and Loans negotiated. 

Advances made on all approved Securities. 
COLLECTIONS MADE throughout the United States and 
Canadas, 


DINGEE & HOLDEN, 
AUCTIONEERS AND REAL ESTATE BROKERS, 
No. 9 NASSAU STREET, 

Under Messrs, Duncan, SHerMan & Co. 
SOLOMON DINGEE, Ny V 
OHARLES [. HOLDEN, ¢ NEW YORK. 
Stocks, Bonds, Mortgages, & Commercia! Pa; er Bought & Sold. 

REFERENCES. 
Citizens’ Bank, N.Y. | Hon, FE, D Campbell, Lt. — 


Messrs, Thompson Bros., is, 
Bankers, " | Tion, Judge L rd, La Crosse,“ 








Messrs, Sewe'l, Ferris & Jno. M. Levy, Banker, “ = “ 
oO, Hon, Frenklin Stee'e, Minne 
Geo. P. Rogers, Esq., 7 sota, 
A. Grid'ey, President McLean | A. & W, A, Saunders, Bankers, 
Co. Bank, Illinois, Mt. Pleasant, Iowa. 


CINCINNATI STOCK EXCHANGE. 


KIRK & CHEV ER, 


Stock Brokers and Railroad Agents, 


NO. 83 WEST THIRD STREET, 


CINCINNATI, OHIO. 


Railroads Stocks, Bonds, &c., bought and sold on commission 
Begulur sales ai public auction at the Mzkonants’ EXORARGB 


R. H. RICKARD, 

| Te a) TN 8 OPN 

MINING AGENT & STOCK BROKER, 
Office No. 21 Nassau st.. NEW YORK. 
UYS and sells MINING SHARES, MINES and 

MINERAL LANDS on commission, will examine 

Mines and Mineral Lands in any part of the United States, and 

report on their value, ete., ete, 

REFEKENCES:—P. Chouteau, jr, & Co, New Y rk and St 
Louis, the Hon, Wm. M, Gwin, U. 8. Senator, the Hon, CO. A, 
Peabody, N. Y., the Hon. Sam. F, Buiterwort», N. Y., Frost 
& Forrest, Com. Mer’s, N.Y., John F. Butterworth, Esq , N.Y., 
G. O. Williams & Co., Detroit, Mich., Capt. D. Tyler, Norwich, 
Conn., Rittenhouse, Fant & Co., Bankers, Washington, D. C, 

Particular attention g.ven to Lake Superior business, 


SIMEON DRAPER, Auctioneer. 
By SIMEON DRAPER, 


Orrict, No. 36 PINE ST., NEW YORK. 


REGULAR AUCTION SALES 


At 36 Pine 8t.. EVERY DAY. 
STOCKS and BONDS bought and sold at private sale. 


Sale every day at 1 o’clock. See Catalogue. 


EUGENE THOMSON, 


STOCK AUCTIONEER AND BROKER; 


No. 37 William st. NEW YORK. 


UCTION SALES of STOCKS and BONDS every 
TUESDAY, at 12 o’clock, at the Merchant’ Exchange, 
RAILROAD BANK, INSURANCE and other SECO- 
RITIES bought and sold at the Brokers’ Boarp, at Pat- 
vate Saez, orat Auction. All dividends payable in New 
York collected, and prompt remittances made, 

NONE BUT BONA FIDE QUOTATIONS FURNISHED THE PRESS. 
THe MARKET VALUE OF SECURITIES WILL NOT BE SUP- 
PRESSED OR ALTERED, AND DECEPTIVE OR IRRESPONSIBLB 
CATALOGUES WILL NEVER BE ISSUED, 

A statement showing the capital, dividend months, and Jast 
semi-annual! dividend of the Banks and !nsurance,;Oompanies of 
the city of New York, will be forwarded by mail upon applica- 
tion, 

ReFERENCES.-— Messrs, Wm, and Jno, O’Briea, Thos, Denny 
& Co., Horace Greeley & Co, Cragin & Co, Todd & Co., 
J. & ©. Berrian, Geo. F, Nesbitt & Co. Eugeve Piunkett, 
Esq., (President Excelsior Ins. Co), John 4, Storm, Esq, 
(President Lenox Ins. Co.), L. G. Irving, Esq. (Secretary 
Niagara Ins, Co.), Marcus Spring, Esq., O.iver H. Lee, Esy, 
John H. Griscom, M. D., Rev. Edwin F. Mattield, D. D,, Rev. 
Theo, L, Cuyler, John Camerden, Esq., Benj. F. Manierre, 
Esq,, Now York ; Otis Alien,, Esq., Albanv N, ¥,* Messr9. 
Gorham & Co., Prayidenge, R. I. 
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IMPROVED BEARING SPRING 








Aew England-Car Spring Co. 
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or TyY’s 
ENGINEERS, ARCHITECTS AND DRAFTSMEN’S 
STATIONERY EMPORIUM. 


HATMAN’S TURKEY MILL DRAWING PAPER, 
Tracing Paper, Plan and Profile, Protractors, Drawing 
Pins, Faber’s. Jackson’s, and other makers’ Pencils; Field, 
Level and Memorandum Books of various patterns , Mathemat- 
ical Instruments, Tape-lines, Mouth Glue, Cross Section paper, 
Triangles, Label Brushes, Gum Bands, Maiden Gum, Red Tape, 
Ink, Inkstands and Sand, Water Colors, Pallets, Patent Binders 
for letters, Portfolios, etc., 


TOGETHER WITH A GENERAL ASSORTMENT OF 


Stationery and Blank Books. 


All goods packed with care, and forwarded to any part of the 
S. 


United States. 
JOSEPH HUFTY, 
407 Chestnut st., Philadelphia. 


ROLLING MILL 


FOR SALE. 


MERCHANT IRON ann WIRE ROD ROLLING 

MILL, situated in the City of Wheeling, Va., with 

Coal banks in rear of the mill containing an abundance of good 
bituminous coal. 

The cost of the fuel delivered to the furnaces is but two and 
a-half cents per bushel, 

Attached to the millisa WIRE FACTORY and its 
appendages. Alsoa KIRK STEAM HAMMER for 
Forgeing Car Axles, etc. There is extra shafting and 
surplus of power for other work if required. 

The extraordinary cheapness of the fuel, and the 
facilities for obtaining metals, and for shipping, both by water 
and rail, to all parts, particularly west and south, makes the lo- 
cality a desirable one for the manufacture of LRON in any or 
all its branches, 

For particulars address either of the subscribers, 


P. A. BURDEN, Lansingburg, N. Y. 
pv cue Warrison Co., Ohio. 
P. C. HILDRETH, § Wheeling, Va. 199 











RAILROAD IRON AND) 
COMMON BARS. 
THE UNDERSIGNED, 
Sole Agents to Messrs. GUEST & CO., 
The Proprietors of the D -wlais Iron Works, 
Near Cardiff, South Wa’'es, 


RE duly authorized to contract for the sale of their @. L. 
Railroad [ren, and Common Bars, on most advantageous 


verms. 
om 56a 9 R. & J. MAKIN, 70 Broad st. 


STEEL, FILES, &c. 
R. GROVES & SONS, 
SHEFFIELD, ENGLAND, 


ANUFAOTURERS of warranted Cast Steei, eupernc 
quality, for Tools, Machinery, and Enyineering purposes 
Single and Double Shear, Blister, German Spring and Shee 
Steel of every description—also, Gast Steel Files of high repo 
ta especially adapted for the use of Machinists, and Saw: 
and Tools of ali kinds, 
A stock of the above goods constantly on band. 


CORPORATE MARK etn 
USB 


CHAS. CONGREVE & SON 
13 Clit eh : 


RAILROAD IRON. 


The Undersigned, Agents for the Manufacturers, 
ARE PREPARED TO CONTRACT TO DELIVER 
Free on Board at Shippirg Ports in England, or 
At Ports of Discharge in the United States, 
RAILS OF SUPERIOR QUALITY, 

And of Weight or Pattern as may be 
Vv LIVINGSTON &° CO., 
Hew York, Aug. 1, 1855 9 South William Street, 














RAILROAD IRON. 
WOOD, MORRELL & CO,, 


Having leased the extensive Works of the 
Cambria Iron Company, 


Situated at Jonnstown, Camenia Co., Penna, 


And purchased all their real estate, 

RE : ow prepared to execute, at short notice, ordefa for 

RAILS of avy required pattern or weight, on the most 
libera! terms, . 


Philadelphia Office, } "es" 207 "Wateet se 
THE 
ROUND OAK IRON WORKS, 


STAFFORDSHIRE, ENGLAND. 


Lord WARD, Proprietor. 
MEASEEAC TORS RAILS, BOILER PLATES, 
ty ae HOOPS and BARS, of every variety 

pa 





NORRIS & BROTHER, 
Agents Jor the United States, 

12 Soutm Cairies Starer, 
6ms5 BALTIMORE. 
And 17 Nassau &taeet, NEW YORK. 


RAILROAD IRON. — 
THE RENSSELAER IRON CoUMPANY, 


8 age Rails of their own manufacture deliverable as may 
be desired by purchasers. oF 
OLD RAILS 


Toned BON SOHN A GRISWOLD, Agents 
New York Agency: ae 
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RAILROAD TRON. 


subscriber is enter into CONTRACTS 
FOR TRATLS dsheored a at an English 
the United States, port or at a port 


JAMES TINKER, 
54 ie ners. 


Erie Rails, 57 to 58 Ibs ew ont, pore, a a aeeee 


in NEW YORK and NE 


RAILROAD IRON. 


Er see 
at an rt or at rt ni 
Btates, ‘Also for all descriptions of or 


RAILROAD EQUIPMENTS 
upon favorable terms, 
JOHN W. HULL & CO., 
No. 41 Exchange Place, NEW YORK. 


RAILROAD .IRON. 


The undersigned, Agents for leading Manufacturers in 
STAFFORDSHIRE AND WALES, 


ARE PREPARED TO CONTRAOT FOR DELIVERY 
@a board ship at Liverpool, or Welsh port. 
G, CONGREVE & SON, 
a Olif st., N, ¥. 


RAILROAD_IRON. 
CONTRACTS FOR RAILS 


AT A FIXED PRICE OR ON COMMISSION, 
DELIVERED AT AN ENGLISH PORT, 
Or at a Port in United States, 


WILL BE MADE BY THE “gs i 
THEODORE DEH 
10 Wail st., near Broadway, New - 
to 67 Ibs. per linear yard. 











$60 tons T rails on hand 64 


TUBULAR RATI 
Railroad Managers will be interested 
by an examination of the **TUBU- 
LAR RAIL,’ patented in Europe 
and a mewn Bid TEPHENS & JEnN- 
ae Wye’ ae! . These rails have 
ed advantages over any rail 
hitherto made, among them the fol 


lowing :— 

The “Tubular Rail” of 60 Iba, per 
yard has greater strength and elastici- 
ty, with the same outside surface as 

ie bee ee eee ber rd 

ts ty 

Its welding nearer perfect, and 

Its durability superior, 

ere nee a OB aon be put down an te 
same chaira, and with the same fastenings, used with common 
? rails. 





The ents to manufacture are such that these rails 
@an be of any American or Foreign make, 
is made to the officcrs of all the railroads in the 
diional ~ on nn and circulars be had by address 
may 
EK, W. STEPHENS. 
Cincinnati, Ohie. 





RAILROAD IRON. 
The Subscribers, Agents fur the Manufacturers, 
ARB PREPARED TO CONTRACT FOR THB 
DELIVERY OF RAILROAD IRON AT ANY PORT 
im the United States or Canada, or at a shipping port in Wales, 

WAINWRIGHT & TAPPAN, 
Boston, June, 1851. 29 Central Wharf. 





THE 
RAILROAD IRON MILL COMPANY, 


CLEVELAND, OHIO, 


MANUFACTURERS EXCLUSIVELY OF 


RAILROAD IRON. 


HIS is a new ROLLING MILL, having been working 

only eighteen months, and confined to work for roads on 
this line between Buffalo and Chicago in re-rolling old Rails. 
fhe capacity is Forty Tons per day. It is well situated for 
speach ll A ase #5 


» Orders are now solicited 
secek rita tater inetaens' of Wis einndy, dae Work wih 
gp o> aeereenep gen eee 


ALBERT Gc. SMITH, 
She Secorporations 


hone 


RAILROAD “TRON. 


ELSH or Staffordshire make, delivered or board at an 
English port or at a port in the United States. 
NORRIS & BROTHER, 
6m35 Ba.tTimorg. 
And 17 Nassau st., New York. 


IRON BOILER FLUES. 


Lag-Welded Boiler Flues, 
14g to 7 inches outside diameter, cut to definite 
length, 2 to 20 feet as required. 


Wrought Iron Welded Tubes, 
From }¢ to 6 inches bore, with Screw and Socket 
Connections. T’s, L’s, Stops, Valves, Flanges, 
&c., &c. 

MANUFACTURED AND FOR SALE BY 


MORRIS, TASKER & CO., 
PASCAL IRON WORKS. 


Established 1821. 
Warehouse—209 South Third st., 
PHILADELPHIA. 


STEPHEN MORRIS, CHAS. WHEELER, JR., 
THOS, T. TASKER, JR. STEPBEN P. M TASEER, 


RAILROAD IRON. 








>|The Crescent Manvfacturing Company, 


WHEELING, VA., 


a now prepared te execute, 6 short notice, orders for 
Rails of any required pattern and weight, and to re-roll 
old ratlis, on the most liberal terms Address 

or N. WILKINSON, Sec’ 


Waes.iae, Va 


MORRIS & JONES & CO., 
IRON MERCHANTS, 


MARKET AND SIXTEENTH STREETS, 


PHILADELPHIA. 
IRON AND STEEL 


IN ALL THEIR VARIETIES, 

BOILER PLATE, CAR AXLES, 

BOILER RIVETS, RATLROAD IRON, 

CUT NAILS and SPIKES, PIG IRON, etc. 

Having the selling agency of a number of the Rolling Mills 
Furnaces and Forges in this State, orders for any descrip'ion of 
Tron can be executed. 

August 16, 1854 
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LACKAWANNA 
IRON AND COAL COMPANY, 
SCRANTON, LUZERNE C0., PA. 


Y the completion ot the Delaware, Lackawanna and 

Western Railroad, this Company are enabled to obtair 

the Magnetic Ores from the most celebrated mines in New 

Jersey, which used in combination with their native ores, pro- 
duce a quality of iron not surpassed. 

These works have been greatly enlarged the past year, and 
are, therefore, prepared to execute orders promptly foi 
RAILROAD IRON of any pattern and weight, Car Axies, 
Spikes, and Merchant tron. ‘They have on hand patterns fo: 
T rails, of the following weights per lineal yard, viz :—26, 30, 
86, 40,45, 50, 60, 62, and 75 Ibs. 

Samples of Rails and Merchant Iren may be seen at the 
office of the Company, 46 Exchange Place, New York. 
Address J. H. SOBANTON, President, 

SCRANTON, Pa. 

DAVID 8. DODGE, Treasurer, 

46 Exchange Place, 
New York. 


JSAMES & LANE, 
Ex-Chief Engineer of Explorations in South-America, e'c, 
MECHANICAL AND CONSULTING ENGINEER, 


Times Building, 41 Park Row. 
Room No, 4, NEW YORK. 


PATENTS NEGOTIATED. 
Dvr. Specifications, and Models, (metal or wood ) 
Applications for Patents, and all business whatever con- 
nected with Patents attended to with economy and despatch, 
Application for PATENT, including drawings, specifications 
aad Pateut Office fees, $60. 


Patents for Inventions. 


D. 8STETSON, Agent for procuring patenta, No. 5 Tryon 
e Row, (near City Hall 





or 
40rf 











) A cireular with full information 
sent free by. 
American correspondent Prac, Mechanics’ Jour 


RADLEY & HUNTER’S 
IMPROVED 


SPARK ARRESTER. 


ADLEY & HUNTER’S Cecerratep 

NEw INVENTION is now offered to the 
publicasa Perfect Spark Arrestecr. 
which ee ge the advantage over ALL 
OTHERS of being of the most simaple 
construction, and much more dure 
able than any ever used. The manufac- 
turer invites an examination of this Ar- 
resteor by the Railroad public, contident 
that it will meet with universal ap- 
probation, 

The undersigned hereby gives public no- 
tice that heis the sole manufactur y 4 
of the above article under the Radley & 
ffunter Patent, of whom alone they can be 
purchased in the United States. 


EDWIN R. BENNETT, 
Office 82 Duane St., New York. 


Leather Belting and India Rubber Hose. 
PHILIP F. PASQUAY, 


25 Spruce st., New York, 
ANUFACTURER of Superior Oak Tanned Stretched 
and Kiveted MACHINE LEATHER BELTING. 

Best Lace Leather and Steel Hooks, alws 1ys on hand ; alo 
Dealer in Vulcanized India Rubber Goo's—viz, Croton and 
Steam Hose ofall sizes, Steam and Piston Packing. 


INSTRUMENTS. 
“Hugo Harttman, 


ANUFACTURBER of Engineers’ and Serveyon? Instru- 
ments, 223 Dock St, PHILADELPHIA, 

















== E. BROWN & SON, 


MANUFACTURERS OF 


TRANSITS, LEVELS, 
RODS, CHAINS, ETC. 
No. 27 FULTON SLIP, N.Y. 
m, ENGINEERS’ AND SURVEYORS’ 
INSTRUMENTS, MADE BY 
Edmund Draper, 


sl Surviving partner of 
} STANCLIFFE ¢ DRAPER, 





No.22 Pear Street, 3 , 
near Third St., ) PHILADELPHIA. 


~> 
J. TV. Hobby, ormerly sawvER & HOBBY,) 


aranuesees Instrument Maker, at the old stand, 
156 Water st., New York. ly33 


James Prentice, 
6 NASSAU &t, N. Y., Manufacturer of Mathematical In- 
struments of every description. Orders promptly filled. 


W.& L.E. Gurley, Troy, N.Y., 


ANUFACTURERS of Engineers’ and Surveyors’ Instrv- 
ments. Descriptive and priced catalogue gratis. 


Knox & Shain, 
ANUFACTORERS of Engineering & Telegraphic Instru- 
ments, 4634 Wainut st , Phila. (7%00 premiums awarded.) 


F. W. & R. King, 


EAS tr ACenEe of Engineers’, Surveying and Draw- 
ing Instruments, No. 226 altimore st., BaLTIMOR®, Md. 














M 








Richard Patten, 
ANUFACTURER of Mathematical Instruments to the 
U. 8. Government, No. 58 Baltimore st,, BALTIMORE, Md 


James W. Queen & Co., Philad., 
bo greek sy sage of Engineers’ Levels, Pransits, 
Ohains, Tapes, &c. Priced catalogues by mail gratis. 








Wm. J. Young 


H* removed his Engineering aod: Surveying ' Instrument 
Manfactory te No. 48 North Seventh Street, FS niladelphia. 


H. SAWYER 


(of the late firm of SAWYER & HOBBY), 
and has removed 








ANUFACTURER of Transits, 
M*. to Union Piece, near “Wanburton Av; Yonkers, N.Y. 
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~ THE IMPERIAL 
LUBRICATING OIL, 


MANUFACTURED BY 


J. C. HULL & SONS, 


(Formerly W. Hutt & Son,) 
Nos, 108, 110, 112, 114, 116 & 118 Cliff St, 
NEW YORK, 
For Railroads, 
Machine Shops, 
Steamships, 
Mills, etc. 


hae OIL having been before the public for a long 
time, and having been extensively used in differ- 
ent parts of the country, and on each occasion meeting with 
unqualified approval, renders the manufacturers confi- 
dent when making the following claims :— 

ist. Its first cost is much less than that of any Oil 
im uso, of known merit or acknowledged worth. 

2nd. It will not in any way gum or clog up any 
journal or bearing, all the gum in the Oil being en- 
tirely decomposed. 

3rd. It will keep all journals and bearings cool, clean 
and bright as new, thus not only saving wear and 
tear, but saving also no inconsiderable amount of mo= 
tive power. 

4th. It is fully as durable as any Oil in the market, and 
consumers are invited to make their experiments on such 
journals as are inclined to heat up. 

5th. It is sweet and clean, and entirely free from 
all odor or unpleasant smell. 

6th. It will remain limpid at as low a temperature as sperm. 

CERTIFICATES from a large number of Railroad 
and Steamboat officers, also, prominent Manufac- 
turers and Machine Builders, can be seen by applica- 
tion as above. 


TAW & BEERS, 


DEALERS IN 


Sperm, Whale and Elephant Oils, 
Adamantine Car and other Candles, 


AND MANUFACTURERS OF 


TAW’S LUBRICATING 


GREASE 


FOR RAILROAD CARS 
AND HEAVY MACHINERY. 


THs celebrated GREASE has been in use upwaris of 
Ten years s and is in the opinionof FORTY RAIL- 
ROAD COMPANIES, whom we regularly supply, 
The Cheapest and Best Lubricator in use. 
Parties ordering, will please state the kind of box, or descrip- 
tion of machinery. 
AW & BEERS, 
0 


UTH WATER 8T., 
Philadelphia. 


OIL! OIL! 


PEASE’S 
IMPROVED ENGINE and SIGNAL OIL, 


FoR 
RAILROADS, STEAMERS, PROPELLERS, 
AND FOR EVERY CLASS® 9¥ 
MACHINERY AND BURNING. 


PRActicaL TESTS, by Engineers and Machinists of 

Thousands of Gallons, peeve this Oil to be superior 
for Burning, and TWENTY-FIVE per cent. more 
durable than Sperm Oil, for Labricating, and the only Oi! 
b= is in all cases reliable, that will keep bearings coel, 


WILE NOT Gu™. 


In no case has it failed to meet the approval of the consumer. 





= 
18 58 





The S American and Manufacturer's Journal, afte: 
testin Psa yhowed mmo su or to any other for La 
bricating Yor bale ONLY by Inventor 


. F. 8. PEASE, 61 Main at.. BUFFALO, 
grélisble orders filed for any part of the United States o 


-GEO: M. FREEMAN, 


PRATT & FREEMAN, 
PHILADELPHIA 
RAILWAY SUPPLY AGENCY, 


No. 123 WALNUT STREET, 
PHILADELPHIA. 


Railroad Materials, Locomotive and Car Findings, 
MAOHINERY AND MACHINISTS’ TOOLS, 
MINERS’ TOOLS; ETC. 
BF” COTTON WASTE. 64 
WHITE AND YELLOW CAR GREASE, 
LOCOMOTIVE BRASS WORK, 
Baggage Checks, Barrows, etc., etc., 
RAILROAD LANTERNS, SIGNAL LIGHTS, 
STEAM GAUGES, COCKS AND WHISTLES, 
INDIA RUBBER HOSE PACKINGS, ETC. 
LANTERNS OF ALL DESCRIPTIONS 
ENGINE, STATION, AND SIGNAL BELLS, 
ks” Superior Car Upholstery, ctc. .@9 
AGENCY OF THE KEROSENE OIL COMPANY. 

WS Orders solicited, promptly filled, and forwarded with 
despatch and care at the manufacturers’ lowest prices. 


HOLT, GILSON & CO., 


MANUFACTURERS AND DEALERS 


RAILROAD & STEAMBOAT 


SUPPLIES, 


5 WATER ST., BOSTON. 
LOCOMOTIVES ann CARS. 


Rails, Sleepers, Chairs, Spikes, Wheels, Axles and Tires 
BOILER TUBES AND FELTING, 


BOLTS, NUTS & WASHERS. 
CAR, SHIP AND BRIDGE BOLTS. 


Locomotive, Hand and Ship Lanterns ; Car Trimmings of all 
descriptions, Steam and Water Gauges ; Signal Bells, ete., etc, 


AGENTS FOR CAR HEAD LININGS. 





So'e Agents for TOMEY’S celebrated CATQE G LASSES, 
and PACKER’S IMPROVED RATCHET. DRILL. 
Orders filed wiih despateh and at the lowest prices, 





RAILROAD SUPPLIES. 
GILBENT, MURDOCK & CO., 


No. 64 Exchange Place, 
NT EVT YTrOoOonR ke, 
RE agents for, and prepared to furnish at manu- 
facturers’ prices, 


RAILROAD IRON, 
LOCOMOTIVE ENGINES, 
RAILROAD CARS, 
CAR WHEELS, 
AXLES, CHAIRS, 
SPIKES, 'LOOLS, 
BTC. Toe. 
All inquiries in reference ‘to the above articles will 


receive imineddiate attention. 
New. York, January, 1859. 


Ss. Bb. BOWLES, 
MANUFACTURER AND DEALER IN 


RAILROAD 
SUPPLIES, 


No. 12. GOLD. STREET, 


(Between PLATT anil MAIDEN LANE) 








NEW YORK. 





RAILROAD SUPPLIES. 
WEE tae 
Boston, Mass. 

Iron Rails, Chairs, & Spikes, 
FREIGHT AND COAL CARS, 


(on hand or made at short. 


Wheels and Axles of all kinds, 
LOWMOOR, AMES’, BOWLING sxp: NASHUA TIRES, 
IRON AND STEEL, 

Of all kinds for Shops and Tracks, 

Car Trimmings, Paints, Oil, Varnish, Car and Switch 
Locks, Ventilators, Lanterns, Iead-Lights, Gauges, Rubber 
Springs, Chairs, Hose and Belting, Ash, Pine and other Tim- 
ber, and ALL MATERIALS USED_ in Equipment and. Repairs of 
Railroads, Engines and Cars, at lowest pr ices, 

THOS. §. WILLIAMS, PHILIP 8. PAGE, 
Late Sup’t Boston & Muine R. R. Late Pace, Atpen & Co. 


REFERENCES, 

James Haywarp, President | Puetrs, Dongs & Co., N.Y. 
Boston and Maine R. R. | Coorer, Hewirr & Co., do. 
Capt. Wa. TI. Swi, Boston. | Rexves, Boox & Co,, Phila, 
LawRence. Stone & Co., do. | E. 8. Cxesprovesn, Chicago, 
8. M, Fe.ron, Pres’t Phila, W, & B. BR. BR. 


A. BRIDGES & CO., 


MANUFACTURERS AND DEALERS IN 


RAILROAD AND CAR 


FINDINGS, 


OF EVERY DESCRIPTION, 
64 COURTLANDT ST., NEW YORK. 


RAILROAD AXLES, WHEELS AND: CHAIRS, 
SPIRES, BOoLTs, 
NUTS, WASHERS, 
CAR, SHIP AND BRIDGE BOLTS. 
TRON FORGINGS OF VaR'0US KINDS, ETC., ETC. 


STEEL AND RUBBER SPRINGS, 
LOCOMOTIVE AND HAND.LANTERNS, 
PORTABLE PORGES AND JACK SCREWS, 
COTTON DUCK FOR CAR COVERS, 
BRASS AND SILVER TRIMMINGS. 








Also, Sole Agents for the Manufacturers of Car Head Linings. 


Orders fer the purchase of goods on commi-sion, aside from 
our regular business, respectfully solicited, 


ALBERT BRIDGES. JOEL C. LANE. 


Morrts K. Jesve, Journ Keynepy. Giteap A. Suire. 


M. K. JESUP & CO., 
RAILWAY AGENTS AND BANKERS, 
44 EXCHANGE PLACE, 
NEW YORE, 


AGENTS FOR THE SALB OP 
FOREIGN AND AMERICAN RAILROAD IRON 


AND ALL MATERIALS NECESSARY FOR THE 
Construction, Equipment & Operating of Railways. 
RAILWAY AND OTHER. SECURITIES 


BOUGHT AND SOLD 


Either privately or at the Boaril of Brokers, 


A. Ss. & A. G. WHITTON 
32. PINE S8T,,. NEW. YORK, 

DEALERS IN 
RAILLROAD IRON, 
CHAIRS AND SPIKES, 
LOCOMOTIVES, 
PASSENGER AND FREIGHT C4 RS. 
MANUFACTURERS’ AGENTS 


Oh .Alisr's Tron. Turn Tables, DimjéePatent Blower, 
+ Gardiner’s Volute Cur Springs:and - 


KALLWAY SUPPLIES GENERALLY. 
' SESOTIATORS OF shCURITIEG. 


‘2° 26 PeenteRanat 
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“WARD'S PATE 


NT. 


SELF-CENTERING TURN-TABLE. 








4 TABLE is adapted to all localities and climates—is constructed without the Central-Pivot, or Rubbing Journals, thereby improving with use.—It is chea 
and durable, and works with ease and freedom, requiring less expensive foundations, and suitable for the turning platforms of swing-bridges, mortar-beds, pivot-gun-c 
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These TABLES are sizeody introduced, and give general satisfaction.—They are manufactured in ToLEDO, Ohio, by R. F. RUSSELL, of the “Toledo Novelty Works,” and in ALEx- 


ANDRA, Virginia, by T' 
May 2nd, 1859.” 


AS S. JAMEISON, to either of whom orders may be sent, or to the undersigned, patentee, at AUBURN, Cayuga County, New York. 


W. H. WARD. 








HENRY BURDEN’S 
PATENT REVOLVING 
SHINGLING MACHINE. 


aw 


HA Hi 


: “ft th 
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HE subscriber having recently purchased the Right of this 

Machine for the United States, now offers to make transfers 

of the Right to run said Machine, or sell to those who may be 
desirous to parcbace the Right for one or more of the States. 

This Machine is now in successful operation in ten or twelve 
Iron Works in and about the vicinity of Pittsburg, also at 
Phoenixville, and Reading, Pa., Covington Iron Works, Md., 
Troy Rolling Mills, and Troy Iron and Nail Factory, Troy, 
N, Y., where it has given universal satisfaction. 

Tts advantages over the ordinary Forge Hammer are nu- 
merous: 

Considerable saving in first cost ; saving in power; the entire 
saving in shingler’s, or hammerman’s wages, as no attendance 
whatever is necessary. . thy 

It being entirely self-acting: saving in time from the quan- 
tity of work dcne, as one machine is capable of working the 


iron from sixty puddling Sapniicen; saving of waste, as nothing ! 


but the scoria is thrown off, and t! 
of staffs, as none are used or required. 

The time required to furnish a bloom being only about six 
seconds, the scoria has no time to set, consequently is got rid 
of much easier than when allowed to congeal, as under the 

ammer. 

The iron being discharged from the machine so hot, rolls 

tter and is much easier on the rollers and machinery. 

The bars roll sounder, and are much better finished. 

The subscriber feels confident that persons who will examine 
for themselves the ppachinery in operation, will find it possesses 
more advantages than have been enumerated. 

For further particulars address the subscriber at Troy, N. Y. 


P. A. BURDEN. 


WATERBURY BRASS AGENCY, 


ALEX, ANDERSON, Agent, 


52 BEEKMAN STREET, NEW YORK, 
f FOR THE SALE OF 


SHEET 
COPPER AND BRA 
cen BRASS AND COPPER TUBING, 


Manufactured et WATERBURY. 


hat most effectually; saving 





Railroad Spikes & Wrought 


Iron Fastenings. 
HE TROY IRON AND NAIL FACTORY, EXCLUSIVE 
OWNER of all Henry Burden’s Patented Ma- 
chinery for making Spikes, have facilities for manu- 
facturing large quantities upon short notice, and of a quality 
unsurpassed. 

Wrought Iron Chairs, Clamps, Keys and Bolts for Railroad 
Fastenings, also made to order. A full assortment of Ship and 
Boat Spikes always on hand. 

_ All orders addressed to the Agent at the Factory will receive 
immediate attention. WM. F. BURDEN, Agent, 
roy Lron and Nail Factory, Troy, N. Y. 


Patent Machine-made Horse Shoes. 


THE TROY IRON AND NAIL FACTORY have 
always on hand ageneral assortment of Horse Shoes 
made from Refined American Iron. 

Four sizes being made, it will be well for those or- 
dering to remember that the size of the Shoe in- 
creases as the numbers—No. 1 being the smallest. 

M. F. BURDEN, Agent, 
Troy Iron and Nail Factory, Troy, N. Y. 


FIRST INTRODUCED JULY, 1849 








MANUFACTURER OF 
PORTABLE STEAM HOISTING 


AND PUMPING ENGINES, 
From 8 to 30 horse-power, and 


STATIONARY ENGINES, from 8 to 100 horse-power 
8. E. cor. Fifteenth and Hamiiton Sts., 
PHILADELPHIA. 








RAILROAD SPIKE 
COMPANY, 
Successors to PORTER, ROLFE & SWETT, 
MANUFACTURERS OF 
RAILROAD SPIKES 
ANNO CHATRS, 

rPiVTTsRew 
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I AVING built a large Rolling Mill with new and improved 

Machinery, we are fully prepared to execute orders at the 
juwest rates, for any amount of SPIKES and CHAIRS 
made f the best JUNIATA IRON, 
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DILWORTH & BIDWELL. 








